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RAILWAY CAR ACCOUNTANTS’ ASSOCIATION. 
Annual Convention. 


The annual convention of the Railway Car Accountants’ 
Association met at the Grand Hotel, Cincinnati, May 25. 

There were present the following members: 

W. W. Halsey, Buffalo, New York & Philadelphia; C. A. 
Gilman, Blue Line; J. T. Rigney, Baltimore & Obio; J. A. 
Wilson, Baltimore & Potomac and Northern Central; J. H. 
Abbott, Cincinnati Southern; J. E. Best, Commercial Ex- 
- Line ; Wm. Gibson, Chicago & Eastern Illinois; 

. G uire, Chicago, Burlington & Quincy; F. M. 
Luce, Chicago & Northwestern and Chicago, St. Paul, 
Minneapolis & Omaha; S. Palm, Chicago, Rock 
Island & Pacific; George C. Mather, Columbus & Hock- 
ing Vallzy and Columbus & Toledo: John Leith, Cairo & 
Vincennes; C. J. Fellows, Cleveland, Columbus, Cincinnati 
& Indianapolis; W. H. Alport, Canada Southern Line; R. 
H. Smith, Canada Southern Railway ; A.W. Davies, Chicago 
& Grand Trunk; W. J. Mulvihill, Cincinnati, Hamilton & 
Dayton; John P. Moore, Chicago & Alton; E. H. Beckley, 
Cincinnati, Wabash & Michigan; J. F. Reekie, Detroit, 
Lansing & Northern; M. C. Trout, Evansville & Terre* 
Haute; George L. Johnson, Erie & Pacific Dispatch; W. 8. 
metre, Erie & North Shore Line; John Hunt, Grand 
Trunk; R. C. Robson, Green Line; D. W. Mooar, Grand 
Rapids & Indiana; G. H. Stanton, Great Western; 
; oe 2 , Indianapolis, Peru) & Chicagu; T. 
A. Brock, Indianapolis & St. Louis; J. Sutton, 
Intercolonial; G. H. Weeks, Lake Shore & Michigan 
Southern; 8. O. Parker, Louisville, New Albany & Chicago; 
W. G. Rowland, Louisville & Nashville; James McCarty, 
Louisville, Cincinnati & centages: C. W. Cushman, Mid- 
land Line; A. W. Davis, New York, Pennsylvania & Ohio; 
H. C. Johnston, Pittsburgh & Lake Erie; H. N. Eastman, 
Pittsburgh, Cincinnati & St. Louis; F. B. Harris, Red Line; 
M. Sweeny, St. Louis, Iron Mountain & Southern; H. V."’ 
Dougas, St. Paul, ye Manitoba; J. E. Marsh, 
Sioux City & Pacific; G. W. Cushman, South Shore Line; 
H. R. Payne, Standard Oil Co.; H. G. Sleight, Terre Haute 
& Indianapolis; James A. Smeigh, Union Line; C. B. 
Chesebro, Wabash, St. Louis & Pacific. 

The convention then proceeded to elect officers, and chose 
C. P. Chesebro, President ; A. W. Davies, Vice-President ; 
F. M. Luce, Secretary; W.S. Palm, Assistant Secretary and 
Treasurer. 

The Committee on Car Tracers (G. T. Rigney and H. G. 
Sleight) submitted a report, presenting the following con- 
clusions: 

“ First. That it is the duty of car accountants to reply to 
car tracers. 

“Second. It is their duty to reply promptly. 

‘*Third. In giving locations of foreign cars on line of road, 
it is advisable to give dates of arrival at said stations. 

‘Fourth. As it appears to be necessary to have two sizes 
of car tracers, we recommend that, if possible, they be of 
uniform pattern, and that the smaller one be made the same 
size as the junction report cards now used, and the larger one 
letter size. 

‘Fifth. Hep.ies should be made on same line with the 
number of the car. 

“Sixth. It being understood that the intent of the car 
tracer covers all questions in regard to it, it is entirely un- 
oan to make any remarks or questions in the body of 
it. 
“‘Seventh. The tracer is a positive order to send the car 
or cars home. 

*EKightb. Car accountants being informed by junction, 
daily individual reports, or tracers, of the delivery of their 
cars to other roads, it is their duty, after receiving such in- 
formation, to trace ir their own cars.” 

After the transaction of routine business, reception of in- 
vitations, etc., the Committee on Subjects for Discussion 
presented a report containing seven questions for debate. It 
was resolved to take these up in their order as presented. 

The first subject taken up was ‘Junction Reports,” on the 
following questions submitted by the committe: 

‘““What has been the practical result of their adoption? 
Can they be made still more serviceable and satisfactory by 
giving point of delivery and destination? What use is made 
of them by recipients? Should they not be of uniform size 
= kind? Do the records of the past year prove their use- 

ulnes;.” 

Mr. Davis said they had found the junction reports of 
great use. They had used the daily reports until they found 
the majority of car accountants had discontinued them. 
The daily report was still ahead of the times. The junction 
report is not yet as practical and beneficial as it might be. 
Some of them have tried it faithfully and fora long time, 
while others had used it a few months and then discontinued 
it. They ought to adopt the junction report and try to in- 
duce all is to do the same. 

Mr. WILSON said that the resolutions adopted last year 
had been carried out. They had recommended the junction 
report to all roads. He was well satisfied with it and urged 
the convention to come to some definite conclusion. 

Mr. Davies thought they ought to go to work more 
strongly than ever to secure its general adoption. 

Resolutions offered by Mr. Davies were then referred to a 
special committee (A. W. Davies, J. T. Rigney, D. W. 

ooar, J. A. Wilson and H. G. Sleight), and the subject 
made the special order for 3 o’clock the same day. 

The next subject for discussion was ‘‘ Carding Cars,” on 
the following question: 

“To what extent has the card for carding cars, adopted at 
Louisvile, been used, and what advantages are the result 7” 

Mr. ROWLAND said that they had had trouble in finding 
cars which would stand wind and weather. 

Mr. Luce said that on his lines the standard card adopted 
at the last meeting had held good for months. They were 
the best cards they had ever used. 

Mr. RoBson said that the cards were important as show- 
ing the road and point to which cars should be returned. 
They should be of oiled paper to stand the wet, and should 
re high on the car, so that boys could not tear them 
off. 


Mr. CHESEBRO read the resolution adopted last year, rec- 
ommending the general use of cards. 

Mr. SLEIGHT said they had found the cards of great ad- 
von 
Mr. Mooar said his road had adopted the cards. 

Mr. ABsort asked if every road was t» card the cars pass- 
ing over it? If so, the car would soon be covered. 

. LUCE said that it was not the intention to card a car 
coming from the road to which it belonged. If (for instance) 
a Cincinnati, Hamilton & Dayton car were received from 
that road by the Cincinnati Southern, it was not intended to 


card it; but if the Southern road received a New York Cen- 
tral car from the C., H. & D., it should be carded ‘‘ To be 
returned to the C., H. & D.,” because other roads at Cincin- 
nati had the right to run such cars east. 

A call of the roll showed 15 roads using the cards and 16 
not using them. 

A recess was then taken. 

After recess, the jal Committee on Junction Reports 
presented three resolutions, which were taken up for dis- 
cussion one by one. P 

Mr. ALPoRT thought that instead of sending junction 
reports of line cars to the owners of the cars, they should be 
sent to the managers ot the liues in which they were run. 

Mr. PawM thought that tracers enough were received for 
common cars, without adding the line cars. [f reports were 
sent to managers of the lines it would save much trouble. 

Mr. ALPORT moved an amendment embodying his views. 

Mr. WILSON said that it might be an arbitrary ruling, but 
they had always treated line officers as the owners of line 
cars, because they had charge of them. 

A slightly amended form of the first resolution was then 

resented and as follows: 

** Resolved, That the junction report, when made daily, 
will expedite the movement and tracing of cars; therefore 
we, the car accountants, whose names are or may be sub- 
scribed, with the consent and approval of their officers, do 
hereby agree, that from July 1, 1881, to July 1, 1882; we 
will report promptly to the proper parties, according to 
the service to which they are assigned, all the cars delivered 
to our connnections, excepting common cars to owners.” 

The second resolution was then taken up. 

Mr. WILSON proved his junction reports by the record 
and sent them out in from 36 to 48 hours. 

Mr. Paw had the same practice. 

Mr. Davies said that the Committee had believed the 
cards should all be the same size. No harm would be done 
if it took three or four to make the report on. 

, The second resolution was then passed as presented, as fol- 
ows: 

‘** Resolved, That said reports should be sent promptly, and, 
if possible, not later than 48 hours after date (Sundays ex- 
cepted), and shall be made upon a form, of which the postal 
eard shall be the standard size.” 

Of the third resolution Mr. DavrEs said that the object was 
to insure the carrving out of the report in all its details. 
The third resolution was then adopted as presented, as 
follows : 

‘** Resolved, That we will make immediate record of all 
information received from said report, and, wheu traciug 
for cars, will trace tothe possessor, according to last ac- 
count.” 

Mr. PaLM said that now the question of junction re- 

rts had been settled, it would be well to give point of 

elivery and destination on the report also. 

The following fourth resolution was then offered and 
— by a vote of 20 to5: 

“Resolved, That it is the sense of this meeting that the 
size of the junction ——_ should be that of a postal card, 
and that the form should be: 

“1st. Name of road making report. 

“2d. Location of office. 

‘3d. Words, ‘Report of.....cars delivered to our con- 
nections.’ 

‘*4th. Date of delivery. 

“5th. Name of party in charge of car service accounts. 

“6th. Number of car and initials of road to whom deliv- 
ered, in two columns.” 

The next subject for discussion was ‘‘Marks on Line Cars,” 
in the following question: 

‘*What has been the result of the resolution to general 
managers, adopted at Louisville; is it impossible to do away 
with the multiplicity of lettering, marks, boarding—as spe- 
cial line, etc., etc.—on line and common cars ?” 

Mr. ROWLAND said that his road had adopted the rule to 
mark line cars with simply the name of the line and the 
initials of the road. 

This subject was then laid on the table. 

The next subject was ** Usage and Disposal of Foreign and 
Line Cars,” the question being as follows: 

‘What kind of chart of instructions to agents, showing 
kinds of cars, their initials and marks, as well as routes and 
points they are to be loaded to, and sent home, can best be 
adopted for general usage ?” 

r. DAVIES showed a chart in use by his road for several 
years. 

Mr. Luce said that the adoption of this chart had saved 
mauy appeals to train-dispatchers as to disposition of cars. 
Their rule was to > yy who loaded cars contrary 
to the instructions of the chart, with cost of transfer. The 
chart was tacked up in every station building and caboose. 

Mr. EASTMAN used a small book, with headings similar to 
Mr. Luce’s chert. 

Mr. PaLM used a chart similar to Mr. Luce’s, and had 
found it a valuable aid in the disposal of cars. 

The following resolution was then adopted: 

“* Resolved, Toat the car accountants here assembled ex- 
amine the car chart originated by F. M. Luce, of the Chicago 
& Northwestern Railway, and adopt, as far as possible, the 
same kind and form of chart for information of station 
—= and freight conductors.” 

he convention then adjourned till next day. 


SECOND DAY’S PROCEEDINGS. 


At the opening of the session resolutions were adopted in- 
structing the Secretary to have printed 400 copies of the res- 
olutions on junction reports for distribution, and that all 
members use their efforts to secure their approval by their 
general managers, and also by connecting lines nct repre- 
sented in the convention. 

It was then resolved to take up together the fifth subject, 
“Return of Cars,” on the following question : 

‘“* How far does the responsibility of a road extend, not so 
much as to the loss and destroyal of a car, but as to getting 
it returned from direct or indirect connections, and home to 
owners; also as to the limit of jurisdiction and tracing for 
line cars ?” 

And the sixth subject, ‘‘Car Tracers ;” with these questions: 
“Cannot one form of uniform size and kind be adopted ? 
How often should they be sent? Should not they be imme- 
diately returned direct to the originatcr? Should not he do 
all a tracing? Does not the sending of tracers - 
each road over which cars may pass to connections, as well 
as tracers from home office, have a tendency to multiply 
papers, increase labor and confusion, and ultimately lessen, 

f not kill, the object sought after: namely, to secure location 
and car home ?” 

Mr. DavVIEs presented a form of tracer in practical use on 
his road, and said there was a good deal of difference as to 
who should make a tracer and how far it should go. The 
tracers in use merely passed over the road and were returned 
to the owner, who was sometimes in doubt asto whether 
the car had been followed further or not, and so two or three 
tracers were sometimes received by one party for the same 
car. Replies received were of all shapes and kinds. His 
form obviated all that; there would be but one tracer and 


Mr. WILSON saw the advan 





that issued by the owner. 
of this form, but objected 
that their great number would be a burden. The adoption 


of junction reports would reduce the number of tracers very 
1 


he followi resolutions were then adopted: 

“ Resolved, That thjs Association recommend the form of 
tracer as presented to this Association by Mr. A. W. Davies, 
of the New York, Pennsylvania & Ohio Railroad, to all the 

neral managers of the railroads of the United States and 

Janadas, and that it be given a thorough and fair trial for 
the ensuing year. 

** Resolved, That a lot of these blanks be printed at the 
expense of this Association, and with a circular letter. be sent 
to every general manager in the United States and Canadas, 
through the car accountant.” 

The following resolution offered by Mr. PALM was then 
adopted: . 

‘“ Whereas, Under the present system of tracing for cars, 
owing to the neglect of some roads to util'ze the information 
furnished ty the juaction report, whereby we are required 
to locate upon tracers from several roads for the same car, 
therefore. 

* Resolved, That, from July 1, we will decline to answer 
tracers for cars where the owner has been advised by junc- 
tion report of the disposition of the car.” 

On the limit of jurisdiction and tracing for line cars: 

Mr. Luce thought that it was the business of a line man- 
ager to look after line cars, and that any road owning a 
quota of cars in the line should not trace to another road 
but look to the line manager. 

Mr. Hannis and Mr. CHESEBRO considered a line car home 
when it was delivered to any road having a quota of cars in 
the line. 

The following resolution was then adopted: 

** Resolved, That it is the sense of this convention, that 
the managers of lines only should érace for line cars.” 

After a recess the discussion was continued. 

Mr. ALPorRT would like to have an immediate report, if 

ssible, when a car was destroyed or put into shop for any 
ength of time. Many times no report was received until 
the road responsible for the car got ready to pay for it. 

After a little further discussion the following was adopted: 

** Resolved, That it is the sense of this Association that a 
report of the destruction or placing in shop for any extensive 
repairs of line cars be reported to the line manager’s office.” 

he seventh and last oe, ** Mileage,” was then taken 
up, the question being as follows: 

** Should mileage be computed from records or conductor's 
train reports ¢ Cannot either postal card or uniform blanks 
be adopted and used ? Should not reports be made monthly, 
and sent owners and lines by 25th of subsequent month ?” 

Mr. SWEENEY footed mileage from conductor’s reports. 

Mr. PALM used the same system, and found it better than 
footing from the record. 

Mr. WILSON had tried both systems and thought equally 
well of both. 

The following resolution was then adopted: 

** Resolved, That the manner of computing mileage and 
the blanks used is a matter for local decision. Also, that it 
is desirable that mileage reports should be sent out not later 
than the 20th of each month.” 

Mr. SWEENEY asked the sense of the meeting as to cars 
delivered toa road merely for switching purposes. They 
had many such cars, from which they got only the switching 
charge, $2, He thought they should take them up, just as 
if they were on the line. 

Mr, Squire kept a record of only such cars as were in the 
service, 

Mr. CHESEBRO thought no record should be kept of such 
cars, except to mark them received. 

Mr. Mooar said that a record should be kept of every car 
that strikes the rail. 

Further discussion of this subject was then postponed till 
the next meeting, and referred to the Committee on Subjects 
for Discussion, to be made a subject at the the next annual 
meeting. 

The convention then proceeded to dispose of the usual 
routine business, resolutions of thanks, etc. 

On recommendation of the Committee, Boston was adopted 
as the place for the next annual convention, and May 23, 
1882, as the time. 

The following committees were then announced : 

Subjects for Discussion, F. A. Wilson, John T. Rigney, 
H. N. Eastman. 

Arrangements for Next Convention,Frank M. Luce, George 
L. Johnson. 

Publication, Frank M. Luce, W. 8. Palm. 

Car Tracers, A. W. Davies, George H. Weeks, ©. J. 
Fellows. 

The convention then adjourned, to meet in Boston on 
Tuesday, May 23, 1882. 





The French Railroads in 1880 are the subject of an 
official report covering the mileage and earnings of all the 
different lines, which has been issued by the Department of 
Pubic Works and is published in the May number of the 
Annales des Ponts et Chaussées. We reduce to our meas 
ures and values the figures for the whole railroad system of 
France, as follows : 


The Railroad System of France: 


1881. 1880. Increase. P. c. 
Total miles, end of 
a  Perer 14,750 14,147 603 «4.3 
Average _ miles 
worked... ....... 14,343 13,947 396 (2.7 
Gross earnings..... $205,734.591 $182 ,872,744 $22,861,847 12.5 
Earnings per mile. 14,343 13,112 1,231 9.4 


The railroads are divided into five different classes, three 
of which belong to the six great companies—the ‘old sys- 
tem,” with average earnings of $24,246 per mile of road; 
the ‘‘new system,” with earnings of $7,288 per mile ; and the 
‘special system,” with $16,470 per mile. Then come the 
state lines (recently acquired, and including, at the end of 
1880, 1,400 miles of road), whose earnings per mile are but 
$3,059. These roads, in most cases, were taken by the state 
because it did not pay to work them. There remain “ various 
companies,” owning 529 miles of road, earning an average 
of $5,487 per mile. 

The average earnings per mile of American roads at the 
same time were $7,307, against $14,343 by the French roads. 
The average increase on American roads over 1879 was 17 
per cent., against 9.40n the French roads, which are con- 
sidered extremely prosperous, 

If our railroads had earned as much per mile as the French 
lines, their gross receipts would have been $592,000,000 
greater than they act — in 1880. The French sys- 
tem, however, is strictly limited tothe needs of the country. 
It probably the richest agricultural country in the 
world and one of the most prosperous  industri- 
ally, but with an area about the same as that 
of New York, Pennsylvania, Ohio, Indiana and 
Illinois together, and with 37,000,000 inhabitants 
against 17,600,000 in those states, it has 14,750 miles of 
railroad against their 30,583. In France there are 2,5 
people and 13.84 square miles of land te support one mile 





of railroad; in the five states named there are 575 people 
and 7,1 square miles of land to every mile of railroad. 
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Pennsylvania Railroad Standard Passenger Car Truck. 
‘IL 


The engravings published with this number represent the 
standard four-wheeled truck used under passenger cars on 
the Pennsylvania line. These engravings form the second 
of the series of illustrations of these cars, and, as will be ob- 
served, show this part in very full detail. 

This truck has a 7-ft, wheel-base; the axles are of steel 
and the wheels (33-in.) of cast iron. The bearings are phos- 
pher-bronze made for a 314 x 7-in. journal. The long wheel- 
base gives steadiness to the car, and permits the use of 
quadruple elliptic bolster springs, made 40 in. long and very 
low, so as to havea soft and slow motion, Auxiliary plates, 
shown in the drawing of the truck, are provided on the in- 
side of these springs to take up the surge and rock of the 
car in passing around curves. The end thrust of the bolster 
is absorbed by small spiral springs placed in either end. 

All of the springs are made to specifications based on the 
load to be carried, the space in which they are placed and 
the quality of the motion desired. They are all tested and 
proved before they are used. 

The axles, like the springs, are made to specifications ; 
they are all rough-turned throughout their length previous 
to journaling, so that the skin of the steel is taken off and all 
cause of incipient fracture removed. They have to stand a 
tensile test and be able to receive a shock test of a drop 
weighing 1,649 lbs., falling five times, from a height of 25 
ft. without breaking, the axle being reversed each time. 

The wrought-iron in both the trucks and the body is also 
tested, and no material] is used that does not show the re- 
quired strength, 

The Westinghouse automatic brake is used and is placed 
within the control of the passengers, for cases of emergency, 
by a connection in the saloon, operated by a cord running 
the length of the car, 

The brake chains and rods are all tested and proved be- 
fore they are connected. 

The next engravings of this series will be sections on a 
large scale, showing the inside finish. 








The Revised Rules for the Interchange of Freight 
Cars. 





The revised rules for the interchange of cars are now 
generally in the hands of master car-builders and other 
interested parties. A summary of the dsbate on the revision 
may be of interest as showing the reasons for the changes 
made, aud the ideas of many master car-builders as to the 
rules. The meeting for the revision was on the afternoon of 
the second day of the convention of the Master Car-Build- 
ers’ Association in New York. 


The call for the meeting having been read, Mr. McWoop 
was made Chairman and Mr. BRapy Secretary. 

It was resolved that in voting on the rules each road 
sbould have one vote for each 1,000 cars or major part of 
1,000 cars owned, counted on a basis of eight wheels to the 
car; a  aipacaassie vote of all present to be required to pass 
any rule. 

A list of roads represented and the number of votes each 
was entitled to was then prepared by the Secretary. 

It was resolved that the rulss as printed ba read, and that 
each stand approved if no objection were made. Also that 
the rule as to votes just adopted be made part of the rules. 

This resolution and rules 1 and 2 were then passed without 
objection, as follows : ; 

Resolved, That, in voting upon the adoption of rules to 
govern the condition of and repairs to freight cars offered 
for interchange traffic, including payment for cars in case 
of their destruction, the vote of each railroad is to be 
governed by the number of eight-wheel freight cars the road 
owns, ard two four-wheel cars represent one car, and that 
each 1,000 cars, or the major part thereof, is entitled to one 
vote, and it shall require two-thirds of all the votes present 
to approve. 

RULE 1.—Each road is to deliver the cars to connecting 
roads in good running order, with journals, boxes and bear- 
ings in good condition, as detined by the following rules: 

Rue 2.—Each road may maintain an inspector at junc- 
tion stations, and refuse cars unless they are put in good 
running order. 

Rule 3 having been read: 

Mr. . Finney advocated the adoption of an additional 
clause requiring doors tob3 in such condition as to make 
them a gvod protection from fire and storms. Oa his road 
they had had much trouble from doors shruak su as to per- 
mit sparks to enter the car. 

This motion was adopted. 

Mr. MARDEN thouzht an axle less than 2%-in. diameter 
was not safe to run over a long road with 20 tons load. 

Mr. McWoop said that on his road they condemned an 
axle when the journal was less than 3in. He had had much 
trouble with journals worn down below that, and was op- 
posed to their use. 

Mr. MARDEN said that he condemned all journals less than 
3 in. 

Mr. ADAMS said that rule wou'd condemn half the cars 
running. ‘lney made 2% in. the limit. 

Mr. ORTTON thought that with cars of 20 tons capacity 
tha journal should not be less than 3 in. For 15 tons he 
would take the rule as it stood. 

Mr. ApaMs would agree to that. They received a good 
many cars marked for 20 tons and had trouble from the 
axles breaking. 

Mr. OrTTON thought it would be well to require the allow- 
able load to be registered or marked on all cars. The size 
of car did not reguiate the load, as a small car could be 
loaded with very heavy material. 

Mr. McWoop said the rule referred only to the diameter 
of journal. It said nothing of the length of the axle. 

Mr. Garey said the New York Central intended to have 
the ee | of all the cars marked; they varied from 10 to 
20 tons. e questioned if any a a ought to allow a 
car with a juurnal 314 in. to be marked to carry over 12 
tons. 


Mr. Wiper said that their standard journal was 3% in., | 


and they ran their coal cars with 24 tons in a car. 

It was moved to make the limit at which journals should 
be refused 314 in. for 20 tons load, 3 in. for 15 tons and 2% 
in. for 10 tons. 

Mr. Ortton thought that would interrupt traffic con- 


er: 
Mr. WiLDER thought that 100 cars out of every 1,000 | and the 


would be rejected under this rule and much intezruption to 


business caused. The rules generally had to be applied ab- 
solutely; they could not give much discretion to local in- 


rs, 
Mr. ApaMs agreed that inspectors could not be allowed 
much latitude. At the same time they had taken risks on 
cars rather than transfer the freight. They had had a law 
in Massachusetts prohibiting the passage of any car 
over a road without a good brake upon it. They ref cars 
under this law and the stoppage of cars went clear back to 
St. Louis; but the matter regulated itself in a few weeks. 
Mr. GAREY thought it was very hard for inspectors to find 
the diameter of a journal underacar. ‘The rule was used 
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diameter; 30,000 Ibs. to be not less than 3 inches diameter; 
20,000 Ibs. to be not less than 234 inches diameter. 
. Brakes not in efficient condition. 

f: Brake wheels, steps, ladders or running boards not 
securely fastened or in condition. 

i Drawbars or attachments in bad order. 

j. Leaky roofs on merch or cars. 

k. Spliced draw sills or draw timbers. 

1, Intermediate timbers or outside sills spliced in a man- 
ner not provided for in the rules. 

m. The general condition of cars considered unsafe to 
move in heavy trains. 
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more generally when wheels were replaced. An axle then 


found below the required siz2 would be condemned and a 


new one put in. 


Mr. McKEnzIE said that if acar was marked for a cer- 


tain load, and a heavier load was put in it on aforeign road 
that road ought to be responsible in case of damage, should 
the journal be burned off. 

Mr. WILDER said they always considered thems2lves re- 
sponsible it a journal was burned off on their road. 

Mr. ApaMs said they always required inspectors to see 
that journals were properly oiled. if a journal burned off 
for — of proper oiling they considered themselves re- 
sponsible. 

PM. HopcE said they had the same practice. They also 
marked the capacity on all their cars and allowed no jour- 
nal under 3 in, to run. 

Rule 8 was then adopted as amended, as follows: 

RULE 3, Cars may be refused for any of the following 
defects: 

a, Wheels cracked or broken. 

b, Flat spots on wheels exceeding 214 inches in diameter. 

c. Flanges with flat vertical surfaces extending over % 
inch from tread of wheel. 

d, less than one inch thick. 

e. Wheels chipped on the tread to a depth of more than 
inch, or leaving the tread less than 31¢ inches. 





f. Axle —- cut, or tees men 4 ae in oe. 
sixe of journalss' portioned for ca as 
on cars: 40,000 Ibs, te be not less than 8 inghes 


PASSENGER CAR. 


n. Doors in such condition as to render them unsafe as 
protection from fire and storms. 

Rule 4 was then passed without discussion or amendment 
as follows: 

RULE 4.—In order to give a good despatch to the move- 
ment of cars, the inspection by the receiving road and the 
repairs by the road offering the car shall be promptly made. 

Rule 5 levies been read : 

Mr. McKeEnzix said that the 
ber with the ends started out. 
fore they went back. 

Mr. STONE thought there should be something more in the 
rule than the single word ‘‘ unsafe.” 

Mr. McKEnzIE thought there was a remedy if the inspec- 
tor of the road from which the car was received would 
acknowledge its condition, so that they could be credited 
with repairs made. 

Mr. ADAMS said there was another point as to draw-bars. 
Acar might be safe to run over a —— and level road, 
when it would not do for a rough and hilly one. 

Mr. Ortron said that bis road had an understanding with 
the Erie which worked well. In receiving cars not in good 
condition it was understood that Lng d would be taken in like 
condition. If they took a car from the Erie and the road at 
the other end would not receive it, the Krie paid for the 

repairs. It facilitaved business very much, They 


often received cars of lum- 
ese had to be rebuilt be- 





necessary 
put on condition cards showing the defects. 
Rule 5 was finally lows : 
Roz 5. 


as foll 
—In case a car has defects which do not render i¢ 
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unsafe to proceed on its journey before being repaired, the 
inspectors may note re defects, and the car be accepted, 
+ subject to being received back in the same condition. 

Rule 6 was passed as follows after a short discussion as to 
the responsibility of inspectors : ; 

RULE 6.—In such case a card 41% x 61¢ in., in the form 
shown below, may be affixed under the body of the car, for 
guidance of other inspectors, preferably on the inside of the 
cross frame tie-timber, stating the defects with which the 
car will be received back, and when the car is so repaired 
the card shall be removed. 

(The form contains name of road receiving, number and 
marks of car, date and spaces for noting defects, followed 
by signature of car-inspector]. 

, Rules 7 and 8 were approved without discussion as fol- 
ows: 

’ Rue 7.—In case the receiving and delivering inspectors 
disagree as to the condition of a car, the case is to be im- 
mediately referred to their superior officers. 

RULE 8.—Every effort shall be made to cause the least 
possible hindrance to the dispatch of traffic in the inspection 
of cars, and the settlement of any disagreements arising 
thereunder. 

Rule 9 was then adopted as follows after a short debate 
on an amendment relating to locks : 

RULE 9.—Each road shall give to foreign cars while on 
its line the same care as to repairs, oiling and packing that 
it gives to its own cars, and shall return them in as good 
general condition as they were when received. If this be 
not done, the car may be refused upon its return until it is 
repaired, or until the company which has used it agrees to 
pay the expense necessary to restore it to such general con- 
dition. Locks are not to be considered a part of the proper 
equipment of a car and if left on the cars when offered to 
foreign roads it will be at risk of the owner. 

Rule 10 having been read, a motion was made to strike it 
out altogether. 

Mr. STONE was unable to see why the wheels and axles 
should be put on a different basis from the rest of the car. 
= had had more trouble over bills for wheels than anything 
else. 

Mr, VERBRYCK had bad a great deal of trouble over wheels, 
“ae with Western connecting lines. 

r. GAREY thought the rule was a vital one. Without it 
some roads would have their cars maintained in new wheels 
at the expense of connecting lines. It was only just that 
the road receiving the benefit of the mileage of a wheel 
should pay for a new one. Again, without this rule there 
would be much trouble; roads would reject. all wheels that 
might possibly failand many would have to be replaced 
when only half worn out. 

Mr. CoULTER thought Rule 2 covered the case. 

Mr. ORTTON thought the rule a most important one. 
There was nothing of greater importance to the car. 

Mr. MARDEN approved the rule, but thought that inspect- 
ors should exercise more care as to wheels. They should be 
very careful about removing wheels. He received many 
bills for wheels which he thought strange. 

Mr. WILDER approved the rule as it stood. 

Mr. GAREY thought the last clause of the rule covered the 
whole ground. He had had objection made to bills for re- 
ge wheels that had been in use six years. Nowa wheel 
n line service would have a life of about three years, in 
which i would run about 60,000 miles. Before the adop- 
tion of the rule they had to reject many wheels and were 
put to heavy expense for transferring freight. 

Mr. ADAMS approved of the rule, and thought a change 
would cause trouble. 

The motion to strike out the rule was voted on and lost. 

Mr. OrTTON thought that when a wheel was taken that had 
been flatted for 2 iv. or 214 in. by sliding, and the limit of 
2'¢ in. was passed while on the road, they ought not to be 
asked to pay for a new wheel. 

After some discussion on flatted wheels and chipped 
treads, Rule 10 was amended and adopted as follows: 

RULE 10.—Wheels and axles used to replace those broken 
or worn out under fair usage will be charged to the company 
owning the car. 

Wheels with flat spots exceeding 21¢ inches in length or 
diameter, or flanges with flat vertical surface extending 
more than % of an inch from the tread of wheel or less than 
one inch thick, shall be considered worn-out wheels. 

Wheels flatted by sliding or wheels having chipped treads 
or broken flanges are not to be considered as worn out under 
fair usage, aud such wheels shall be replaced by the com- 
pany sliding or chipping them, at their own expense. It 
se noted on all bills the condition of each wheel re- 
moved, 

Rules 11, 12, 13, 14 and 15 were adopted without debate 
as follows: 

RULE 11.—Prices for wheels and axles furnished shall be 
as follows: 


One new 36-inch wheel (less old) on same axle.......... . $12.00 
Two * = 0a . ~~ | —aaicmeamadilies 23.00 
One “ 33-inch 4 a nn aerate 9.00 
Two * sag _ ss md epee Reneceal ee 17.00 
One “ 30-inch ae a ee nN res 7.00 
Two ‘ - a xi og Sass anaecsice 13.00 
One axle turned and fitted (less old)... . 2.20.0... 0c cee cece 8.00 
Second hand wheels (less old) per wheel or per pair........ 2.00 
Loose wheels refitted on second-hand axle or per pair..... 2.00 


When only one wheel is put on an axle, it must be of the 
same circumference as the other wheel on the same axle. 

Prick-punchi 1 seat or shimming the wheel shall 
under no circumstances be allowed. 

RULE 12.—One railroad company rendering a bill against 
another for wheels or axles shali note on the bill a full and 
exact description of the mode and manner of its failure 
name of manufacturer, the date and all shop marks as found 
on such wheel or axle removed, as well as the owner, num- 
ber, class and line of cars from under which they were taken, 
and date of removal. They shall mark on the inside bub of 
the wheel substituted the date of its ap lication. Bills may 
be declined until the above information is fully furnished. 
If no marks or dates are found on wheels or axles removed 
a notation to that effect must be stated on the bill. 

RULE 13.—If an a foreign car is injured upon a 
road, it shall be repaired by and at the expense of the com- 
pany in possession thereof as promptly as it repairs its own 
cars. 

Such repairs shall be permanently and thoroughly made 
and shall conform to the design in detail of the Cnigioal con- 
struction (provided the sarne can be determined from the car 
itself) and with the same form, kind and quality of material 
originally employed. 

e companies may, however, agree with each other to 
substitute for broken parts new standards, such as the axle- 
bearing and box adop' by the Master Car-Builders, im- 
proved drawbars, etc. 

RULE 14.—Sills broken or materially injured must be re- 
placed by new ones of the same size and of good quality, an ex- 
ception to be made of intermediate and outside sills to which 
the draw timbers are not attached, which, if broken between 
bolster and end sill only, may be spliced with a ‘‘ship splice,” 
as here shown, of 24 inches in length, and secured by three 
5<-inch bolts, all to be done in a workmanlike manner. [The 
cut has been published several times in our columns and is 
ncluded ia standard copy of the rules.] 


RULE 15.—Any company departing from the above rules 
without authority shall be liable for the cost of changing 
the car again to the original standard. The car may be re- 
fused until the changes are made, or an agreement entered 
into to send it to the owner for such alterations, in which 
case ereper credit shall be given for materials removed, 

Rule 16 was adopted after a short discussion as to the 
shipment of materials free over the road sending them. It 
is as follows : 

RULE 16,—Companies shall promptly furnish to each 
other, upon requisition, and forward free over their own 
road standard materials for the repairs of their cars injured 
upon foreign lines. In such cases the following prices may 
be charged: a. Iron castings, 244 cents per pound; b. Brass 
journal-bearings, 20 cents per pound, 

Rule 17 having been read : 

A discussion followed on prices of cars, which was brief 
and included nothing of special interest. A motion to pro- 
vide for the case of refrigerator and other special cars by 
agreement and by arbitration, if necessary, was lost. The 
rule was finally adopted as follows; 

RULE 17,—When either car trucks or bodies are destroyed 
on a foreign road, the owners must be notified immediately, 
that a settlement may be speedily effected. 

The company destroying the same shall have its option 

whether to rebuild it or pay for the same at the established 

rice, 

4 If it elects to pay for it, a deduction shall be made by the 
owner for the depreciation of the car, truck or body, at the 
rate of 6 per cent. per annum upon the yearly depreciated 
value of the parts ‘destroyed since last built. rovided, 
however, that such allowance shall in no case exceed 60 per 
cent. of the established price. 

Until further revision of these rules the prices for settle- 
ment under this rule shall be as follows: 

Eight wheel box car, 32 to 35 feet long..................0008 $575 

- “32 feet long or under.................. 550 
i ordinary stock car 28 to 30 feet long 
> gondola coal car, 20 ton, drop or hopper bot- 

WE sce svccisevennescnnns 525 
ordinary gondola car 6 

- flat car, 31 feet long or over.... 






“6 “ 


* bi é MS o20 0065 425 
Four ondola car with truck and drop bottom........ 350 
, on DE ovencnkcntiasuhhassa< ohh CS esbaeescnas senses 300 
“ - a ere 
CG OEE SG ia ie dabiaienis cacencserenseccrsiens Seeses 275 


Rule 18 was then adopted as follows: 

RULE 18.—If the company destroying the car elects to re- 
build it, no allowance shall be mace for betterment. In 
such case the car, truck or body shall be rebuilt by and at 
the expense of the road destroying it, upon the same plan 
and of the same kind and quality of materials as originally 
constructed, within sixty days. 

Rules 19 and 20 were then adopted without discussion, as 
follows: 

RULE 19.—Any railroad company may become a party to 
these rules by giving notice of its adhesion through its Gen- 
eral Manager or Superintendent to the President of the Mas- 
ter Car-Builders’ Association. Each company may with- 
draw from its participacion in these rules by giving 30 days’ 
notice to other roads through a general circular. 

RULE 20.—The rules shall 
1881. 

Rule 21 having been read, a motion was made for an Ad- 
visory Committee, to meet semi-annually and suggest 
changes in the rules. 

Mr. GAREY said that while changes might be needed, the 
difficulty was to get them started unless it was somebody’s 
— to make the request for a meeting to revise the 
rules, 

Mr. WILDER thought it necessary to insist on a meeting at 
least once a year for revision. 

Mr. McWcop thought a meeting should be provided for at 
the yearly convention. 

The following was then adopted as Rule 21, being substi- 
tuted for the former rule: 

RULE 21.—Upon application of the roads representing 
one-third of the whole number of cars in interest, it shall be 
the duty of the President to call a meeting for the revision 
of these rules, and these rules shall come befure a meeting to 
be held during the session of the Master Car-Bu:lders’ 
Association. 

The meeting then adjourned. 








The New Union Depot at St. Paul. 


The new Union depot just completed at St. Paul, Minn., 
is described as follows in the Pioneer-Press of that city: 


The depot grounds hegin on Sibley street, commencing at 
a point 144 ft. south of Third street, and extending south- 
wardly along Sibley street 208 ft. toward the river; thence 
the extension is eastwardly about parallel with the river, 
and of a width of 208 ft. a distance of 720 ft. to the east 
side of Rosabel street. From Rosabel to Pine street the 
width is contracted from 208 ft. at Rosabel to 37 ft. at 
Pine street; thence it extends eastwardly nearly parallel 
with the river, and of the width of 37 ft. to Willius 
street. a distance of 1,100 ft. From Willius street the north 
boundary of the property curves to the north and inter- 
sects Third street just west of the old Duluth depot. The 
south boundary continues east parallel with the Milwaukee 
track. The eastern boundary is the property of the Duluth 
Railroad vag ere thus forming between the north bound- 
ary and the Duluth property a triangular space for the stor- 
age of cars, for the turn-table, engine-house, etc. 

‘The building is of the English style of architecture. The 
exterior walls are of pressed brick with sandstone trim- 
mings and a few mosaics of black and cream colored brick, 
the combination being artistically done and with pleasing 
effect. The same style of trimmings is preserved in all the 
walls, The foundation is of limestone capped by boldly 
projecting granite water table, rising three feet above the 
street level. The roof is of slate and iron, the latter being 
used for the flat surfaces. Work on the foundation was be- 
gun about June 1, 1880. The front of the building is 65 ft. 
back or east of the east line of Sibley street. It measures in 
length 130 ft. and the depth is 150 ft. The building consists 
of virtually two wings, each 50 by 50 ft., two stories in 
height. The first story is 18 ft. in the clear, and the second 
about 16 ft. These wings are connected by a central 
hall of 30 ft. clear width, which is open to the sec- 
ond story ceiling, 40 above, thus  securin 
ample ventilation. This central hall is finish 
entirely in brick and stone, with tile flooring, and is lighted 
by circular windows at the ends and by large mr dg 1 
above, the latter being hidden by cathedral glass in the ceil- 
ing, the lights measuring 20 by 60 ft. All the gluss in this 
main hall is of the same character. On entering the main 
hall from Sibley street there is found the vestibule, in dimen- 
sions 15 by 25 ft.; then, immediately inside are arches of 
colored brick, chocolate and buff, having a clear span of 16 
by 22 ft., the arch to the right opening into the ladies’ wait- 
ing room in the south wing of the building. The room on 
the left is the gents’ room in the north wing. Each of these 
rooms is square, amply lighted through plate glass windows, 
and transoms over each, of colored cathedral glass in elab- 








orate patterns. Communicating with each waiting room is 





an ample toilet room. that for the ladies being 20 ft. square. 

Next beyond the ladies’ room, in the south wing, is the 
ticket office, 18 by 22 ft., with a large window opening into 
the main hall, and a smaller one opening into the ladies’ 
room. Q: ite the general ticket office in the north wing 
of the buile ing is a small special ticket office that may be 
utilized on excursion days. Just beyond is a commercial 
telegraph office, both communicating with the main hall, 
Advancing to theeast, approach is made to a cross hall, 
opening to both the north and south platforms and divid- 
ing the building into two halves. In the south wiug, and 
communicating with the general hall and also the cross 
hall, is the parcel room, 10 by 18 ft., and south of this is 
the principal stairway to the second fioor, East of this, the 
whole space in the south wing is occupied by the lunch 
room, 38 by 50 ft. In the north wing, east of tke cross hall, 
the whole space, 144 by 60 tt., is devoted to baggage, except 
a small room 10 by 20 ft. assigned tothe United States mail 
service. A room 12 by 16 ft. in the north wing, just west 
of the cross hall, is provided for the inevitable hackmen, 
which communicates with the north platformonly, A stair- 
way leads to the second story in the north wing from the 
cross hall, another stairway at the extreme northeast corner 
of the building and reached from the north platform also 
leads to the second story rooms designed temporarily for the 
use of emigrants. The stairway in the extreme southeast 
corner of the building leads to the kitchen, and continues on 
to the servants’ dormitories in the attic, of which there 
are six. 

On the second floor is a gallery 10 ft. wide, extending 
around the central hall space, communicating with that 
space on each side by six brick arches of 12 ft. space, and at 
the west and over the vestibule by a single brick arch, 24 ft, 
space. The second story of the south wing is devoted to res- 
taurant purposes, the eastern portion being taken up by the 
kitchen, pantries, etc.; the western portion over the ladies’ 
room is the grand dining room, fronting 36 ft. on Sibley 
street and 71 ft. toward the river, and commanding a fine 
view of the Mississippi River from the bluffs to Fort 
Snelling. 

In the north wing are three depot offices over the gents’ 
room, and two large rooms for emigrants over the baggage 
rooms, with amp'e wash rooms tor both sexes. The general 
finish is all in hard wood, oak and ash in natural colors, 
Outside of the main hall the floorings are of oak, up and 
down stairs. Moldings ornament the stairwaysand wains- 
cottings. Some of the door panels are finished with bird’s- 
eye maple. The ceilings of- the main waiting rooms are 
divided off into rectangles by intersections of oak ribs. The 
walls are kalsomined in colors. The building will be heated 
by steam in winter, generated by a plant away from the 
building. For the present it will be lighted by gaslight, 
though ultimately that may be superseded by the electric 
light when perfected. The ladies’ and gents’ rooms are 
fitted with beautiful open fire places of ornamented brick 
and stone facings. In a few words, the building, outside and 
inside, is a credit to the Depot Company and all concerned in 
its erection, from the architect down to the humblest artisan, 
All the rooms are easy of access, light, commodious and 
cheery, and in these respects models for imitation. The plat- 


+ forms around the building are to be 10 to 12 ft. wide on the 
take effect on and after July 1, | 


north side; 30 ft. wide on the east side; 20 ft. wide on the 
south side, and 24 ft. wide on the west side or front. There 
will be five platforms 17 ft. wide between the tracks, extend- 
to Rosabel street, which at some time in the future will be 
covered by sheds so arranged as to permit free egress of the 
smoke from locomotives. Nine passenger and one freight 
transfer tracks lead out from the rear end of the depot, that 
of the Chicago, Milwaukee & St. Paul and the Omaha line 
running along the south side of the building, Over 75 trains 
will be accommodated daily, which will furnish revenues to 
the depot company at a certain stipulated rate for each car 
in or out. 

The building and tracks and other matters will be under 
the charge of Mr. H. L. Wakeman, Depot Master, who re- 
ceived the appointment a few weeks ago, and since then has 
been attending to details. His office is on the second floor, 
on the north side of the building. The other two offices are 
for the directors and other officers of the company. The 
restaurant will be in charge of Col. Allen, of the Merchants’, 
Mr. Park Goodwin is the baggage master. 

The work has been done under the energetic and skillful 
supervision of the Secretary, Mr. J. D. Estabrook; Archi- 
tect, L. S. Buffington. 

Contractor for foundation masonry, Michael O’Brien, of 
St. Paul. 

Plastering, Miller & Diffney, of St. Paul. 

Main brick and stone walls: Brink, Williams & Brink, of 
Red Wing, Minn. 

Rough carpenter work, Giles W. Merrill, of St. Paul. 

Sash, doors and interior mill work Wheaton, Reynolds & 
Co., of Minneapolis. 

Woodwork finish, done by day labor, J. J. Bowers, fore- 
man. 

Painting and oil finish, F. T. Lindeman, of Minneapolis. 

Colored glass, by W. H. Wells & Bro., Chicago. 

~ and gas fitting, by Wilson & Rogers, of St. 


aul. ; 

A part of the furniture was purchased in Chicago and a 
part in St. Paul. The clock on the Sibley street iront was 
bought in St. Paul. The building bas cost about $125,000, 
not including the land. 








The New York Chamber of Commerce on the Rail- 
road War. 





At a special meeting of the New York Chamber of Com- 
merce, Aug. 9, the following resolutions were presented by 
the Special Committee on Railroad Transportation, and 
were adopted: 

* Resolved, That the thanks of this Chamber be and are 
hereby tendered to the managers of the trunk lines for the 
general reduction in. the west-bound open or tariff rate 
when it became evident that large shippers could command 


undue advantages over shippers in general; that a 
contrary course throws the enormous influence 
of the carrier into the scale to make the rich 
man richer and keep the small shipper poor; that 


the only discrimination justifiable on the part of a com- 
mun carrier, either as regards persons er places, is that based 
upon ‘cost of service,’ and upon this basis we ask our trunk 
lines to make a thorough examination, and, if borne out b 
the facts, to claim an equal rate with all other sea-boar 
cities ; and in doing this we ask them to remember their oft- 
repeated assertion that the amount of watered stock has 
nothing to do with the cost of transportation. 

“ Resolved, That we deprecate the practice of making 
excessively low rates during the season of navigation and 
unreasonably high rates during the winter months; that 
this is not only a discrimivution against the state, which, as 
owner of the canals, cannot afford to permit this practice, 
but it is also detrimental to the best interests of commerce 
generally. 

‘** Resolved, That, in the opinion of this Chamber, reasona- 
ble, uniform and public rates of freight will best serve the 
interests of both the public and the railroads ; that we will- 
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ingly concede rates which will 
the actual cost of construction o! 
but we share the recently 


liberal dividends upon 
these modern highways, 
lished opinions of rs 


resent President of the ew York Central 
udson River Railroad, that the nee of first 
and  second-mor bonds and common and 


preferred stock each to the full value of roads now being 
constructed, and upon which trebled fictitious value the 
ic will ultimately be asked to pay interest and dividends, 
is, together with other methods of stock-watering, a crime 
again:t the public, which should be prohibited by severe 
penalties and that, while the stock-watering of the past has 
in many nstances been sanctioned by lawand cannot be 
remedied immunity from this practice for the future should 
be guaranteed to the mere by adequate legal enactments. 

‘* Resolve 1. That it is with much gratification we learn of 
the recently expressed views of so eminent a railroad author- 
ity as Mr. Fink, the Commissioner of the pooled lines, cer- 
tain railroad journals, and others in the railroad interest, 
favoring legislative regents of railways, and we earnestly 
hope that we may in future have the powerful support of 
our railway friends for such reasonable measures as a Board 
of Railroad Commissioners for this state, and the Reagan 
bill for the regulation of inter-state commerce, which they 
have so strenuously opposed in the past.” 








Experiments Upon Phoenix Columns. 


{Presented at the thirteenth annual convention of the 
Americen Society of Civil Engineers, June 15, 1881, by 
Messrs. Clarke, Reeves & Co.] 





The undersigned submit, for the information of the So- 
ciety, certain experiments upon the breaking strength, elas- 
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DIAMETERS IN LENGTH. 


Mr. Vanderbilt on the Railroad War. 


The New York 7'ribune of Wednesday last publishes the 
following report of an interview with Mr. Wm. H. Vander- 
bilt: ~ 


A meeting of the Joint Executive Committee of the trunk 
line railroads and their Western connections is to be held at 
Commissioner Fink’s offive to-day. In the notice issued by 
the Commissioner the purpose of the meeting was stated 
to be the consideration of the causes which have led to the 
present ruinous war of rates, and the means that should be 
adopted in the future to maintain the tariffs established by 
the committee. Rumors of a conference of the trunk line 
presidents at Saratoga have been circulated assiduously for 
more than a week, but the day of the meeting has been post- 
poned necessarily, because each day no meeting has taken 
place. It was reported in Wall Street that the conference 
took place yesterday. 

William H. Vanderbilt was found at his residence last 
evening by a Tribune reporter, who inquired if he had held 
a conference with any of the other trunk line presidents. 
Mr. Vanderbilt replied positively that he had not, and that 
he had not been invited to doso. He said in addition : 

‘* What need is there of a conference? There is nothing 
to confer about. The war in rates? I know of no war; I 
am fighting nobody. Some of the trunk lines were stealing 
the business of the Central, and then they *honey-fugled 
around us and pretended that they were maintaining 
rates. They knew they were not, and I knew it too: 
They said that the rates were made by some of their 
Western connections that they could not control. I have sim- 

ly followed their rates. I did not begin the cutting, but I 

oO say now that their rates are our rates. By-and-by some 
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TABULATED STATEMENT OF TESTS OF COMPRESSION OF TWENTY PHCENIX COLUMNS. 
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2 e ps | unnen LOADS. Evastic Liurr. Sraencrn. Loap SUSTAINED AFTER DEFLECTED. 

=.° |\Lengthof Weight 35 etasorad eke 
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tic limit, etc., of full-sized Phoenix columns, such as are ysed 
in bridges, made upon the United States government testing 
machine at Watertown (Mass.) Arsenal, at their request and 
cost. 

These vf abana are given in t detail, and are ac- 
companied by a carefully written description of the testing 
machine, and of the manner in which the tests were made, 
by James E. Howard, C. E., the official in charge of the 
testing machine. 

These results show that Gordon’s formula does not express 
the true strength of these columns; and it would appear 
that certain formule would have to be used for long and for 
short columns below 15 diameters, a result indicated by 
Hodgkinson. (See Treatise on Cast Iron.) 

The Phcenix columns are certainly stronger than Gordon’s 
formula indicates, as the following diagram, showing the 
curves of ultimate strength, boti by the Watertown experi- 
ments and as calculated by Gordon's formula, clearly shows: 
anu Tikes poe in the hope that it may = — 

itional li wu an important engineering question 
aid the curther duly of this subject. 








one will get sick and tired of the whole thing. I am perfect- 
ly well satisfied. To be sure, the Central is doing a vast deal 

| of work for the same money it received last year, but it is 
getting about the same amount of money ; there is some satis- 
faction in that. There is no secretabeut this matter. When 
there is plenty of business for the roads it is easy enough 
to maintain full rates: when there is little traffic there is 
sure to be a scramble for that little; when it comes to that, 
pools and pooling era ed amount to nothing. But I 
repeat that I did not begin the cutting of rates. We control 
our Western roads whatever the other lines may do. They 
found that they were losing their business through the low 
rates made by some of their competitors; they resolved to 
meena it by making similar rates, and they did this without 

ers from me. 

‘* By the way, how impossible it is to please everybody ! 

I maintain rstes, and Iam a monopolist who gradually is 
absorbing the wealth of thecountry by exorbitant charges; 
I reduce rates to save my business, and I am blamed because 
Tam ruiniug the —o7 in my charge aud the whole rail- 
road property o country. I am depriving innocent 








stockholders of the fruits of their investment. Why 
1 think Thurber and the rest of that lot ought to pat 
me on the and hail me as a public benefactor, 
Those men howl for free canals, and by and by will 
want to tax the railroads to raise money to repair the canals. 
Don’t they see that by free canals they strike a blow directly 
at the railroads themselves? I am in favor of canals hecause 
they bring grain to New York, but by abolishing the tolls 
the boatmen, whom I am charged with ruining, would not 
be benefited; they would not receive one cent more for car- 
s7me green. It is impossible, certainly, to please every- 
Vv. 


‘* How did the Erie increase its deliveries of grain so largely 
last winter and spring?” asked the reporter. 

‘* By cutting rates and by no other means. Every rail- 
road man in the country, who knows anything about it, 
will tell you that he was astonished that the Central stood 
it so long. I have simply followed their rates, and now 
rates are down to hard-pan, where they cannot steal our 
business by making lower rates.” 


THINGS TO BE SETTLED. 


“Before we are through there will be a great many things 
to be settled. Take the Baltimore & Ohio for instance, 
which was allowed 8 per cent. of New York business. That 
road cut on every bundred pounds of freight it carried in 
order to geteven that 8 per cent. of the business. What 
right has the Baltimore & Ohio to any New York business 
atall? It isnot a New York road and is not entitled to 
any of the business. Thc roads to Baltimore and to Phila- 
delphia have built up those ports at the expense of this 
city. It is about time that an end was put 
to it. They have been allowed differential rates 
to those cities. If they can cut rates to New York they 
have no need of th differentials. I do not say these will be 
abolished ; I do not know; and I have no propositions to 
make to anybody. But a good many serious questions have 
got to be settled, and I guess the present is just as gooda 
time asany. When railroads can carry goods around by 
Baltimore and Philadelphia and New York to Boston at 10 
cents less than to New Yorkthen all I bave to say is that 
the New York rate is too high; that’s all there is about it— 
the New York rate is too high.” 

‘* How about the arbitrar, rates on roads west of Chicago?” 

“Oh! that is all right. Those roads have a pool among 
themselves, and what is more they live up toit. It’s a pity 
we did not have some of their sense and honesty, and not 
have a pool merely to violate its agreements. Is there any- 
thing smart in a freight solicitor going about and getting a 
thousand tons of freight at a cut rate? He has that much 
freight, but in doing so he has caused his road to violate a 
solemn compact. Is there anything smart in that ? 

PASSENGER RATES. 

‘“* The Central road is perfectly satisfied with things as they 
are. Some of the companies have lots of idle cars. I do not 
say that we have none. We are doing a great deal of work, 
and we are getting our money and recovering our business. 
Why, this passenger business is a good thing for us, not- 
withstanding tbe low rates, The passenger earnings 
of the Central increased $75,000 last month, and those 
of the Lake Shore increased $45,000. My attention 
was called the other day to the Grand Trunk’s rates of $5 be- 
tween Boston and Chicago, andsome of my officers wanted 
to meet the rate. I said it would be foolish to do soc. Our 
trains are going full all the time, and if any one was willing 
to go around tbrough the woods 150 miles further to save a 
couple of dollars I was perfectly willing that the Grand 
Trunk should get ten or a dozen more passengers. Of course 
I paid no attention to the Grand Trunk’s rate. The Central 
can hold its own in both freight and passenger business for a 
little while any way. I am perfectly satisfied, and when 
people get tired of this thing they can come to me. I have 
no propositions to offer. I meet the others’ rates, and that 
is all there is about it.” 

‘Is the Central making many time contracts?” the re- 
porter asked. 

“*T think not,” Mr. Vanderbilt replied, and with a smile he 
added; ‘‘ The Pennsylvania way is a good one, and I think 
we have rather adopted it—if you get a good customer keep 
him. We are taking care of our customers now, you may be 
sure, and that is better than any contract. I don’t think 
any of them will leave us again very suon. The fact is, the 
railroads now are where their intrinsic merits are to be 
tested, and I do not believe that on an equal footing the 
Central will lose any more business: it won't be stolen, cer- 
tainly.” 

As to the termination of the conflict Mr. Vanderbilt ex- 
pressed no direct opinion, but he declared that many import- 
ant questions would have to be settled first and settled 
equitably. In reply to an inquiry about the meeting of the 
Joint Executive Committee, he asked what it was going to 
roeeet for; and when he was told—to consider the causes of 
the present ruinous war of rates, he looked as if he thought 
the Committee had undertaken a serious task, but he said* 
nothing. 





Tramps. 


As conductor Kernan’s train consisting of 90 cars, drawn 
by two locomotives, was made up and just starting out 
of Waverly, Friday night. the seco-d locomotive was boarded 
by a desperate fellow ofthe tramp species, who drove the 
engineer from his post and took possession of the cab. 

he engineer of the forward locomotive was ignorant of 
what had transpired and sounded “off brakes.” The tramp 
sounded *‘ lown brakes.” The strange refusal of the engi- 
neer to respond to the first signal caused the head brakeman, 
named Burlingame, to investigate the cause. When he 
reached the cab he found instead of the engineer that the 
locomotive was in charge of a tramp, who was armed with 
the fireman’s shovel and a huge knife, which he brandished 
unpleasantly near the brakeman’s head. 

urlingame was, however, not to be frightened off and 
clinched him. A desperate struggle followed. The tramp 
struck savagely at the brakeman with the shovel and knife, 
and inflicted some severe wounds, cutting him badly about 
the head and shoulders. 

But the brave brake-twister conquered, and getting a grip 
on the throat of his assailant, thrust him backward into the 
coal bunk and beld him securely until an officer arrived; 
when the fellow was taken tothe lock-up. Saturday morn- 
pa was given an examination.— Binghamton (N. Y.) Re- 
publican, Aug. 8. 

Dividends in Free Rides. 

If the method which the United Swiss railways have 
adopted for paying dividends be objected to as entirely 
foreign to all cash methods for doing business, it really can- 
not raise a sudden fear that the companies will soon exhaust 
their ability to pay. Preferred shareholders get their reguler 
3 per cent. in cash, but the holders of original shares are com- 
pensated in a much less common-place manner. When the 
general meetings are annually held, it is calmly decreed that 
they be allowed to travel for three ful! days through the 
cantons of Zuricb, St. Gall and Grisons, at the expense of nc- 
body except the roads, these free rides to be accepted as 
dividends. Much is made of this privilege by the ne!pless 
shareholders, for whole crowds of them turn out fcr the 
gratuitous excursions, 
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EDITORIAL ANNOUNCEMENTS. | 


Passes.—All persons connected with this paper are forbid- | 
den to ask for passes under any circumstances, and we | 
will be thankful to have any act of the kind reported to 
this office. 





Addresses.— Business letters should be addressed and drafts 
made payable to THE RAILROAD GAZETTE. Communica- 
tions for the attention of the Editors should be addressed | 
EpiToR RAILROAD GAZETTE. | 

Advertisements,—-We wish it distinctly understood mat | 
we will entertain no proposition to publish anything in | 
this journal for pay, EXCEPT IN THE ADVERTISING COL- | 

UMNS We give in our editorial columns OUR OWN opin-| 

ions, and those only, and in our news columns present only | 

such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inven- | 
tions, machinery, supplies, financial schemes, etc., to our | 
readers can do so fully in our advertising columns, but it | 
is useless to ask us to recommend them editorially, either 
for money or in consideration of advertising patronage. 








Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events which take place 
under their observation, such as changes in railroad offi- 
cers, organizations and changes of companies, the letting, 
progress and completion of contracts for new works or 
important improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
agement, particulars as to the business of railroads, and 
suggestions as to its improvement. Discussions of subjects 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 
— annual reports, some notice of all of which will 

published 


THE RAILROAD WARS OF 1876 AND 1881. 

The extent of the railroad war is now greater than 
at any other time in the history of our railroad sys- 
tem. Very rarely indeed are war rates made on pas- 
sengersand freight at once, or on travel and shipments 
in both directions at once. Previous to 1876 cut rates 
were very common on west-bound freight, but very 
low east-bound rates were rare. In 1876 for the first 
time, so far as we know, was all through traffic 
demoralized. Then we had the great trunk-line war. 
West-bound rates were as low as 20 cents on all 
classes, which is much lower than now; east-bound 
rates for about nine months were based on 20 cents 
per 100 Ibs. from Chicago to New York, which is one- 
third higher than now. Tickets from New York to 
Chicago were sold for $15 and from Chicago to New 
York for $13 most of the year, the present rates being 

7 and $16. 

It was the centennial year, and a few roads had 
heavy passenger earnings, but only a few, and the 
roads were terribly exhausted by the end of the year. 
Further, long contracts were made on freight in both 
directions, many of which did not expire until July, 
1877, and until then much, and perhaps most of 
the through freight in both directions was carried 
at the rate of 20 cents per 100 lbs., New York 
to Chicago. An agreement had been reached be- 
fore the end of 1876, but the contracts prevented get- 
ting any considerable advantage from it for six 
months. These six months were the darkest in the 
recent history of American railroads. The prolonged 
contest of 1876 had made earnings light, though traffic 
was heavy until the latter part of the vear. But the har- 
vest of 1876 was very bad, and the freight traffic of the 
first half of 1877 was exceptionally light. Further, the 
Centennial had caused a vast number of people to make 
journeys that year that otherwise they would have 
made later, and passenger traffic was very light 








throughout 1877, So after a heavy traffic at very low 


rates in 1876, followed very light traffic and on 
freight very low rates in the first half of 1877— 
a most dismal period. The first ray of light 
came from the west-bound pool, which went 
into effect July 1, 1877. and with very few and 
generally slight interruptions has maintained west- 
bound rates since at profitable but very reasonable 
figures until very recently. Then came the fine crops 
of 1877, with a great European demand and high 


| prices, which actually forced up east-bound rates by 


rail, lake and canal, and kept them at very satisfactory 
figures until about the beginning of 1878, by which 
time the country was fully started on its new career of 
prosperity. 

We recall this history of the course and effects of 
the great trunk-line war of 1876, because the situation 
at present in some respects resembles it. The rates, 
taking everything, are probably somewhat lower 
now; the low rates are general, on passengers and 
freight in both directions. 

On the other hand, there are some noticeable dif- 
ferences. The freight war in 1876 broke out in April, 
and lasted nearly to the end of the year, and, owing to 
the time contracts. the low freight rates lasted until 
the middle of the next year. This year the low freight 
rates on east-bound freight began about the iniddle of 
June, the low west-bound rates became general 
about the ist of August. the low passenger-rates 
about the second week of July. How long they 
will ‘last we will not venture to guess. It 
will, however, not require six months to restore them, 
as in 1876. There are, we believe, no time contracts on 
east-bound freight. and only a few (in Boston), on 
west-bound, and these not for the long periods for 
which contracts were made in 1876. When the roads 
once get ready to restore rates, probably they can 
bring them up as high as water competition will per- 
mit (which will depend chiefly on the extent of the 
grain movement at the time) within six weeks or two 
months; though perhaps the time contracts on west- 
bound freight may prevent an advance in the rates on 
it s0 soon. 

Further, though the through rates are now lower 
than in 1876, expenses are also lower and the profit is 
perhaps as large, or the loss as small. now as then. 
Expenses have increased considerably within the past 
two years, but probably not as much as they fell from 
1876 to 1879. 

Again, traffic is vastly greater now than in 1876— 
traffic of all kinds, through and local—-and the profit 
on local traffic is now probably much greater than the 
profit on the whole traffic then. 

Further, and this is of immense importance in esti- 
mating the ability of the railroads to endure the losses 
of along war, the present contest follows two years of 
great prosperity, in which their profits have been much 
larger than for a long time before ; for many, greater 
than ever before. Most of themhave been put into 
thoroughly good condition, and have been equipped 
in anticipation of a heavier railroad traffic than that 
of the last yeareven. Floating debts have been paid 
and credit strengthened. In spite of the war, credit 
remains generally good, and it will require much 
greater losses than those of 1876 even to affect the 
roads as they were then affected. Dividends 
of some roads will have to be reduced or passed, but 
they will still remain much further from the edge of 
the abyss that yawned for some of them in the first 
half of 1877. The railroad war of 1876, on the other 
hand, followed two years of light earnings and light 
profits and industrial prostration and financial wreck. 
It was to many companies only the last and greatest 
of a series of disasters. 





THE LAST CROP YEAR, 

With July ‘he crop year for small grains closes. The 
product of summer the harvest is not, in most parts of 
the country, marketed to any extent until August, and 
most of it is out of the farmers’ hands before the next 
harvest. There are, of course, some exceptions. The 
California wheat begins to come forward quite freely 
by the 1st of July : the Minnesota and Dakota wheat 
is rarely marketed before September. There is little 
error in including the latter in the crop year ending 
with July of the next year, however, for it is nearly al- 
ways marketed by that time. In California this year 
as much as 20,000,000 bushels of the old crop of wheat 
was held over; but probatly very little of this was in 
farmers’ hands. It had reached its primary markets, 
where it could be traced. 

It is of great importance to follow the crop move- 
ment from year to year, for in this way we get our 
best clew to the solid progress of the country, which 
is based upon agriculture probably to much greater 
extent than that of any other civilized country, 
Neither crop nor crop movement is so good a clew to 








the expansion of the industry as the number of acres 
cultivated; for the accidents of the seasons may greatly 
affect the average yield; but in the absence of the acre- 
age the movement of the crop, especially when fol- 
lowed for a series of years, serves, and for tracing the 
immediate effect on business the crop movement is 
much better than the acreage. 

We will first observe the fluctuations in the grain 
receipts of the leading Northwestern markets, namely, 
St. Louis, Peoria, Chicago, Milwaukee, Duluth, Detroit, 
Toledo and Cleveland. These receipts, for the crop 
year ending with July, have been for the last five 
years : ‘ 
1876-77. 
4,802,534 


1880-81, 1879-890. 
6,611,064 


1878-79. 
6,479,495 


96,096,611 79,480,692 39,684,510 
95,909,511 99,129,178 81,646,506 


1877-78. 


Flour, bbls. 8,792,281 6,051,338 














Wheat, bus. 82,620,266 
. 189,690,032 






te........ 47,583,119 31 667 $3,024,879 27,707,025 21,691,654 
Barley Becee IUSs9.110 Te468480 9.582'488 9.434.426 "8,492,032 
a 3451198 4,215,080 4.867828 4,124,410 2,897,578 














3.710 272,218,179 289,481,297 210,966,731 164,412,589 
15.265 29,749,788 29,157,728 27,281,021 22,016,403 


Total... 
Flour to bu 














Flour and 
grain.... 315,788,975 301,967,967 268,649,125 238,097,752 176,428,083 


It will be seen that the increase in the last crop year 
was the very moderate one of 4.6 per cent., while 
there was an increase of 35 per cent. from 1877 to 
1878, of 13 per cent. from 1878 to 1879, and of 1215 per 
cent. from 1879 to 1880. The wheat crop of 1880 was 
about 30,000,000 bushels greater than that of 1879, but 
the amount marketed in the form of wheat and flour 
was almost exactly the same—10,000,000 bushels less 
wheat, but flour equivalent to 10,000,000 bushels more. 

The gain was exclusively in oats and barley, and 
nearly all in the former, which is a very light grain, 
requiring 1,875 bushels to equal 1,000 of wheat, and 
consequently less important to the carriers. The 
wheat and flour receipts at these markets were a little 
less than in 1878-79, but larger than in any previous 
years. Reducing flour to bushels the receipts of flour 
and wheat in bushels have been : 

1880-81. 1879-80. 1878-79. 1877-78. 
122,185,531 122,207,031 125,254,379 106,711,718 

The crop of 1876, it should be said, was an excep- 
tionally bad one, and the receipts of wheat and flour 
from it were smaller than from any previous crop 
since that. of 1871, and 28,600,000 bushels, or nearly 
one-third, less than the receipts of the previous year. 
But from the harvest of 1876 till this year the crops 
have been, taking the country altogether, unus.ally 
abundant. 

In quantity the increase in corn marketed has been 
much greater than that in wheat. and there is no 
doubt that too much stress is given to wheat produc- 
tion as material for railroad traffic and an element of 
national wealth. 

Formerly the receipts of wheat and flour together 
almost always exceeded the corn receipts, but in the 
last two years the corn receipts have been the larger, 
and yet the proportion of the corn marketed is but a 
very small part of the whole. It is the corn-grow- 
ing districts that are the most uniformly pros- 
perous, as these are also the districts which grow most 
stock and have the most varied crops. The quantity 
of corn marketed, however, depends largely on the 
foreign demand. The single state of Illinois some- 
times produces nearly three times the aggregate corn 
receipts of the eight Northwestern markets. 

As we have often noted, the increase in the grain 
movement is a comparatively recent development. 
From 1871-72 to 1876-77, inclusive, there was but little 
change in the Northwestern receipts. For ten years 
these have been, in bushels (flour included): 


1876-77. 
61,700,913 





Year. Bushels. Year. Bushels. 

See 170,073,848 | 1876-77............ 176,428,983 
<r See 184,047,465 | 1877-78.........+. 238,097,752 
BT s:06 5-000 00:08 208,664,993 | 1878-79............ 268,649,125 
ei So . Sere 167,053,512 | 1879-80............ 301,967,967 
BBTOHTGS. 0 ccicinccccce 191,610,275 | 1880-81............ 315,788,975 





The Atlantic receipts give a somewhat more com- 
plete key to the total grain movement, there being a 
considerable portion of the grain marketed in the West 
that does not reach or at least is not reported at fany 
of the eight markets whose receipis are given above. 
For the past seven years ending with July these At- 
lantic receipts have been (including flour reduced to 
wheat), in bushels: 





Year. Bushels. | Year, Bushels. 
1874-75 .. .... .. 202,370,992 | 1878-79..............3818,666,767 
Se a 217, 29,803 | 1879-80...........- 2,822,352 
1876-77..... ...-- 188,486,790 j 1880-81.......... . 324,079,558 
_ «eae 282,777,774 | 


This shows in the last crop year a decrease of 18,- 
700,000 bushels, instead of the increase of 18,800,000 
shown in Northwestern receipts. Such differences are 
easily explainable, however, by the varying quantities 
held instore at the end of the crop year, and consumed 
in the West during it. The general course of the grain 
movement is all that we are looking for here, and we 
find the two records to agree substantially in this : a 
very rapid increase from 1876 to 1880, and little change 
in the last year, while the out-turn of the crop just 
harvested is such that we can have no increase during 
the year just begun. 
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It will not be forgotten, that the rapid increase in 
grain production and exportation has been coincident 
with the extraction of the country from the slough of 
despond into which it seemed to have sunk in 1873 (in 
spite of extraordinary crops that year, however, as 
shown by the receipts of the crop year). It remains to 
be seen how the general prosperity will be affected by 
the apparent present cessation of this increase in 
grain movement—indicated by the insignificant in- 
crease in the year just past, and the somewhat lighter 
movement that is to be expected during the year just 
begun, owing to smaller crops. We do not anticipate 
that the immediate effect will be great. The current 
once started is not easily checked ; but this cessation 
of growth, or rather slackening of the rate of growth, 
in grain production, may, perhaps, be a sign that the 
original causes which have brought about the present 
season of great activity have ceased, or will soon cease 
to operate, and that when their impulse has ceased we 
shall take the downward path again. 

This assumes that besides the small increase in grain 
movement last year and a reduced production this 
year, the progress in succeeding years will be less than 
for some years past. And this seems altogether prob- 
able. The very prosperity of the country tends to 
check such progress. A few years ago all manufac- 
turing industries were stagnant, and almost the only 
outlet for labor was the making of new farms and the 
cultivation of hitherto unused land. We know how 
very different are the circumstances now. In most 
industries it is impossible to get men enough ; wages 
are high, and especially is it difficult to supply the de. 
mand for unskilled labor. The men who otherwise 
would be working on farmsare in mines and factories 
and constructing new railroads and buildings. It is 
simply impossible that all industries should progress 
at the most rapid rate at once, however 
great the immigration. For several years 
there was an unnatural and disproportionately large 
diversion of labor to farm work ; this has ceased, and 
the opposite is true. Even this year the statistics 
show a comparatively small increase in the acreage of 
crops mm the Northwest. This was partly due to the 
very late spring, but not wholly. Labor was not to 
be had tu enable the farmers to do what they had in- 
tended todo. Were it not for the enormous immigra- 
tion this would be obvious to every one; but what we 
look for is not any decrease in cultivation, nor a ces- 
sation of the increase, but~a smaller rate of increase 
than formerly. This will in time (sooner or later, 
according to the crops, and the extent to which new 
mining. manufacturing and railroad-building enter- 
prises are prosecuted), react on other industries, which, 
in this country, exist chiefly to supply and serve the 
agricultural interest, as we do not export manufac- 
tures to any extent. 

Agriculture is the safety-valve of industry in this 
country. When other industries become stagnant, 
men resort to it. Perhaps no very large numbers of 
mechanics, merchants, miners, etc., abandon their old 
occupations and go to farming (though some do), but 
the proportion of youths arriving at manhood who 
learn trades, become clerks, operatives, etc., is very 
much smaller than in prosperous times ; becuuse there 
is evidently no opening for them. Now the number of 
these persons 1s very large, and in a very few years the 
proportion of men following any one occupation may 
be very greatly reduced by the refusal of young men 
to take up that occupation, even if not one abandons it. 








THE REDUCTION IN WEST-BOUND RATES. 


The open and regular reduction in west-bound rates 
from New York made on Friday of last week was pre- 
cipitated by the demoralization at Boston, and had 
been delayed, evidently, in the hope that the irregu- 
larities there, affecting only about one-fifth of the total 
east-bound freight covered by the trunk-line pgol, 
might not destroy the value of all the rest of it from 
New York, Philadelphia and Baltimore. The only 
basis for such a hope, however, was a supposition that 
thelow rates would not become general in Boston it- 
self; for an advantage in the rates there was sure to 
take the customers from New York, Philadelphia and 
Baltimore merchants and send them to Boston to buy. 
But the original sin at Boston was some time contracts, 
the making of which was flat violation of a formal 
agreement, which ought to render the maker liable for 
al. the losses that ensue—which if the low rates Jast 
several months will amount to millions of dollars. 

The prospect of this great loss, which on a single 
month’s shipments out of New York may easily 
amount to more than $300,000, caused a hesitation and 
delay and an irregularity in rates which seem hardly 
justifiable. The shippers who complained of the Bos- 
ton competition got rebates to satisfy them; while 
those who made no sign paid the fullrates. Thecon; 





sequence was, there was a great variety of rates, and 
substantially a discrimination, which the public has a 
right to complain of. 

How great the reduction is may be seen by the fol- 
lowing comparison of the old and the new rates, in 
cents per 100 lbs.: 





Old. .. 


der the new tariff. The former includes scrap iron, 
rails, and a few other coarse freights, chiefly impoits. 
Atvery large proportion of the whole w. s‘-bor n | freig h* 
is first-class, and the average reduction must be con- 
siderably more than 40 per cent., while trattic in that 
direction will be very littlg increased by the low rates. 
Low east-hound rates increase largely shipments from 
lake ports, because they attract grain from the lake 
vessels ; but there is comparatively only a trifle of 
freight shipped westward from the sea-board by water. 
Now it is true thut the west-bound shipments are much 
less than the east-bound ; but it is also true that the 
west-bound rates are, in the average, much higher 
than the east-bound. An inspection of the rates on each 
class does not serve here. A great deal of the west- 
bound freight, as we have said, is first-class; most of it is 
above fourth-class ; but not two per cent. of the east- 
bound freight is of a higher class than the grain and pro- 
visions now carried at 15 and 20 cents per 100 Ibs. from 
Chicago to New York. Now all that it was hoped to 
get on these was 30 and 35 cents, so that the reduction 
on this immense freight is 15 cents per 100 lbs.; while 
that on the four west-bound classes varies from 21 to 
30 cents, and probably, on all the freight carried, 
averages 24 cents. Thus, though average west-bound 
shipments may be only 5,000 tons a day, while east- 
bound shipments from Chicago are 10,000 tons; the 
losses by the reduction are not so far apart, being 
$30,000 from the Chicago shipments and $24,000 from 
the west-bound freight. 

Doubtless, under the circumstances, the railroads 
could not have got 30 cents a hundred on grain 
throughout the summer if they had tried (though we 
think they could have got itfor a month longer than 
they did), and the east-bound rate now is probably 
not more than 10 cents, possibly not more than 
5 cents, lower than if there had been no railroad 
war. But there was nothing whatever in the condi- 
tion of traftic or the competition of water routes to 
compel the reduction of west-bound rates. These rates 
are hardly matched elsewhere in the world for goods 
of the kind, and they hardly affect the consumption 
in any degree. They have existed since February 15, 
1878, and we doubt if any one has ever complained 
that they were too high. The reduction is a pure 
sacrifice of profits, for which no part of the community 
will be thankful. Every dollar that the railroads 
can afford to take from through freight profits should 
be taken from east-bound freight, because a perma- 
nent reduction in these rates will increase production 
and trattic, which is not true to any extent of reduc- 
tions in west-bound rates. 

West-bound freight hasincreased enormously during 
the past two years of prosperity, and it has recently 
been much greater than last year. New York we un- 
derstood to have shipped nearly a fourth more in the 
year ending with June last than in the first and second 
years of the pool. Everything indicated the traffic to 
he in a thoroughly healthy condition. The public was 
satisfied and apparently the railroads were satisfied. 
If any road was dissatisfied, it kept its grievance pretty 
well to itself. There has been no application to 
change the percentages allotted, and under such an 
agreement as the roads had made they were bound, 
in case of dissatisfaction, to seek remedies by regu- 
larly prescribed methods, as much as if they were in- 
dividuals before the courts. That they should not do 
this, but make their first complaint by an act of war, 
resulting in the destruction of profits at the rate 
of probably $6,000,000 a year, makes us pain- 
fully conscious that in railroading we are still 
in the dark ages, from which we _ thought 
we were beginning to emerge. It is much worse than 
the troubie over east-bound rates ; for the east-bound 
business had never been fairly settled, and there were 
serious grievances to complain of in its conduct that 
were duly complained of, though war was, we believe, 
precipitated needlessly; and it is infinitely worse than 
the passenger war, because there has never been a 
serious effort even to have that conducted rationally 
by the co-operation of the carriers. It is disheartening, 
as showing how the action of one or a few individuals, 
who escape all punishment, has been able to upset ar 
agreement carefully made and having all the moral 
obligations of a contract, providing too for the remedy 
of any evils that might arise in the execution of it, and 
even for its own revision. 





Record of New Railroad Construction. 


This number of the Railroad Gazette contains information 
of the laying of track on new railroads as follows : 

Texas d& Pacific.—Exiended from the last point noted 
(593 miles west from Texarkana) westward 29 miles. 

Vernon, Greensburg & Rushville.—Extended from 
Greensburg, Ind., north to Milroy, 12 miles. 

St. Joserh Valley.—Extended north to Berrien Springs, 
Mich,, 8 miles, completing the road. Gauge, 3 ft. 

Baltimore & Cumberland Valley.—Extended from 
Waynesboro, Pa., northward to Chambersburg, 14 miles. 

Denver & Rio Grande,—Track on the Gunnison Division 
is extended from Sargents, Ccl., westward to Gunnison, 28 
miles. Gauge, 3 ft. 

International & Great Northern.—Extended westward to 
Pearsall, Tex., 24 miles. 

Oregonian.—Tne Dallas Branch is extended from Dallas, 
Or., to Monmouth, 8 miles. Gauge, 3 ft. 

Concord.—A branch has been completed from East 
Epping, N. H., to Hedding Camp Ground, 1 mile. 

Detroit, Mackinac d& Marquette.—Extended from last 
year’s terminus (25 miles from Marquette, Mich.) eastward 
15 miler, 

Philadelphia & Reading.—Cross branches or connections 
have been completed from West Woods, Pa., to the Mine 
HiJ] Branch, 1 mile, and from the Mine Hill Branch. to the 
Tremont Branch, 1 mile. ; 

Texas & St. Louvis.—The extension to Waco., Tex., is com- 
pleted by laying track on a gap of 37 miles between 
Corsicana and Waco. Gauge, 3 ft. 

Toledo, Ann Arbor & Grand Trunk.—Extended from 
Ann Arbor, Micb., north by east to South Lyon, 15 miles. 

This is a total of 191 miles of new railroad, making 3,115 
miles this year against 2,631 miles reported at the corres- 
ponding time in 1880, 1,273 miles in 1879, 947 miles in 
1878, 842 miles in 1877, 1,142 miles in 1876, 574 miles in 
1875, 913 miles in 1874, 1,966 miles in 1873, and 3,872 
miles in 1872. 





PETROLEUM Exports for the seven months ending July 
80 have been much larger than ever before, though for 
several months of the year there was a great falling off. tor 
six successive years the exports for the seven months, in 
gallons, from Atlantic ports have been : 


Year. Gallons Year. Gallons. 

1876. ....132,540,260 | 1879... ~O1,955,612 
Ree . 193,064,308 | 1880 ... .184 224,990 
PE witshitewea teks 155,515,447 | 1881 ..245,403..88 


Thus the exports this year are 84 per cent. more than last 
year and 214 per cent. more than in 1879, New York 
keeps its position as the chief exporter,.but Philadelphia and 
Baltimore have gained greatly of late months. The per- 
centage of the total exported from each port for four years 
has been : 


1851. 1880 1879. 1878. 
New York Leatnhackhowekesas 77.5 77.6 70.7 71.3 
PEOENINED cccssces § § vevas 16.3 16.8 9.5 16.0 
RG veh uegnbecsbiwae ac 3.6 4.2 7.2 11.7 
Bn cc ccscccscp eve senescence Ge 0.8 1.9 1.0 


The other fraction of 1 per cent. is credited to Richmond. 
For the five months ending with May this year, New York 
had imported 82.7 per cent of the whole this year, and Phi!- 
adelphia but 12.2. The changes in the two months 
show an increase relatively much greater at Phila 
delphia and Baltimore than at* New York. Thus the 
quantities and per centages for those five months 
and for the last two months-this year have been : 
—Five mos, to May 28.— —June and July.— 





P. c. of P.c. of 

Gallons. total. Gallons. total. 

New York....... 110,829,951 62.7 79,725,540 71.5 
Philadelphia .... 16,395,345 13.2 23,655,941 21.3 
Baltimore....... 3,429,414 2.6 5,354,126 4.8 
Boston ........ ° 3,418,390 2.5 2,428,747 2.23 
Tett...... 134,073,600 100.0 111.379.688 99.8 


The very great fluctuations in the cxports of this 
article are shown by the fact that neorly half of the 
seven months’ exports were made within the last two 
months, the average per month being 26,814,720 gallons 
for the five months and 55,575,938 in the other two; and 
this and the great change in,the distribution shows the per- 
fect control in which this trafficis held. While New York’s 
monthly receipts increased 80 per cent., those of Philadel- 
phia increased from 3,280,000 to 11,828,000 gallons, or more 
than 250 per cent., and those of Baltimore from less than 
700,000 to 2,677,000 galions, or nearly 300 per cent. 


TuHE Jot EXECUTIVE COMMITTEE MEETING adjourned so 
short a time before we went to press that we cannot give a 
full report of its proceedings, though very little space is re- 
quired to record the action taken. However, rather more 
was done than was expected, the meeting having been called 
to consider the causes of the present troubles and to provide 
against the recurrence of similar ones hereafter, rather than 
to put an end tothe present war. The resolution to restore 
the east-bound rates to the basis of 20 cents per 100 lbs. from 
Chicago to New York was asurprisetomany. It was passed 
unanimously and without discussion ; we should have supposed 
that some one would have questioned whether, under the 
circumstances, the rate could be restored so soon. 

The chief innovation proposed was that mentioned in Mr. 
Fink’s address, to make the line agents responsible to a 
single company instead of half a dozen, and to give absolute 
control of the route of freight to destination to that company 
which receives the freight from the shipper. The latter 
we never have seen proposed before, and all the conse- 
quences cannot be seen at a glance. We should say that 
it would give the Western roads relatively greater power 
than the trunk-lines, because the east-bound shipments 
are four or five times as great as the west-bound. It 
would ako give great power to the Western road 
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which has no competitor. The Central Pacific, for in- 
stance, might give all its traffic to a single one of the roads 
from Omaha to the seaboard, but all the Eastern roads 
would have to bring it shipments to the Pacific, because there 
is no other road to the Pacific. But the greatest objection, 
we should say, would come from the intermediate lines, on 
which neither east-bound nor west-bound freight originates. 
Suppose their eastern and western connections should con- 
clude to leave them out in the cold. There is a number of 
such roads which will not like to be left wholly to the 
tender mercies of their connections. They are by nature 
very dependent as things are, and will not consent to be 
more so if they can help ic. 

Mr. Fink, however, gave stress to the complete apportion- 
ment of all the ccmpetitive traffic as the true remedy, 
which we believe it to be. 


THE INTERVIEW WITH MR. VANDERBILT which we pub- 
lish this week suggests a good deal of criticism which we 
cannot now give it. It will be looked to eagerly as possibly 
giving some clew to what Mr. Vanderbilt wants to 
have done when the railroad war ends. But we do 
not see that it gives any. Mr. Vanderbilt complains 
of some things, and says many important things will have to 
be settled before the warends ; but he does not say what 
those things are, which is just what we all want to know. It 
should be said, however, that a business man cannot be ex- 
pected to conduct his negotiations through a newspaper re- 
porter, and that it is not at all probable that his 
statements on the occasion were the results of mature 


reflection, or anything more than a free  conver- 
sation. On one point, however, we cannot re- 
frain from commenting. Mr. Vanderbilt is reported 


as saying that ‘‘ When there is plenty of business for the 
roads, it is easy enough to maintain full rates; when there 
is little traffic there is sure to be a scramble for it.” Now 
west-bound rates were well maintained from July 1, 1877, 
for four successive years. In the tirst year the west-bound 
shipments were a fifth less than in the last; and it is now, 
when the traffic is the heaviest ever known, that the rates go 
to pieces, And the course of east-bound rates and traffic 
has been similar. Winter and spring shipments were never 
so heavy as last winter and spring, when there was the 
cutting of which Mr. Vanderbilt complained; and the 
present demoralization came at a time when the traffic was 
much larger than last year; while last year rates were well 
maintained. If there is not traffic enough now, still less 
could there have been enough in 1877 and tke following 
years; and if there was traftic enough then, still more must 
there have been enough when the present unprofitable rates 
were made. If the roads are free to compete, there is no 
doubt that they make greater efforts to get business when 
there is little to get; but it is to prevent this that all com- 
binations are made, and if made and executed, then there is 
no more inducement to cut rates when traffic is light than 
when it is heavy, and none in fact at any time. 








CANAL GRAIN SHIPMENTS were last week much the light- 
ést that have been made this year since the opening, and not 
one-half even of the small average weekly shipments since 
the low rail rates were made. The average weekly ship- 
ments from Buffalo before that time and the shipments each 
week since have been : 

















—-—— -1881.--—---—-_._—~——-_-1880..- — 
By canal. By rail. P. c.by By canal. By rail. P. c. by 
Av. to rail. rail. 
June 17...1,673,685 1,159,400 41.0 2,671,689 1,280,289 32.4 
Week ending 
June 24...1,386,500 2,136,700 60.7 2,915,760 1,849,195 39.0 
July 1... 917,460 2,129.609 70.0 2,069,000 1,819,950 47.0 
” 8...1,248,000 1,556,400 55.4 2,219,940 1.388.200 38.5 
**  15...1,275,680 1,998,200 61.0 2,591,741 1,514,435 37.0 
“  22...1,260,350 2.172.200 63.3 2,071,730 2,097,300 50.3 
*  29...1,083,600 2,744,050 71.7 1.462,500 2,383,900 62.0 
Aug. 5.. 502,055 1,416,410 73.8 2,369,115 1,862,600 44.1 
Av since 
June 17...1,096,235 2,021,937 65.0 2,242,826 1,845,369 45.1 


Thus the average canal shipments weekly this year since 
July 17 have been more than a third less than before, 
while the rail shipments have been 75 per cent. greater. The 
canal rate was 3's cents a bushel for corn from Buffalo to 
New York during the week this year, against 5 to 54% cents 
last year, and the gross earnings of the canal boats on the 
last week’s shipments $17,570 this year aguinst $74,360 
last year, and their earnings above tolls were $12,550 this 
year against $50,660 last year—about one-fourth as much. 

A very large number of canal boats are now Jaid up, 
awaiting larger traffic and better rates. But some boats al- 
ways tie up in average seasons, and this is the usual time 
for dull business. It is a much less serious matter for a canal 
boat than for a lake vessel to tie up, as the capital in pro- 
portion to carrying capacity is less; and at this season crews 
and horses can usually get profitable employment. But the 
dull season this year is exceptionally dull, in spite of a mid- 
summer grain movement larger than in avy previous year 
except last year: and the whole canal trafficis exceptionally 
light and unprofitable. 





THE PASSENGER WAR remains unchanged, so far as can 
be seen. The west-bound rates remain at $7 from New York 
to Chicago, and $12.25 to St. Louis, the New York Central 
and the Pennsylvania selling only rebate tickets. The Grand 
Trunk’s reduction to $5 from Chicago to Boston seems not 
to have affected the rates of other lines in any respect, which 
is a notable fact. The more direct lines charge $16, and they 
report that there is little change in the amount of their Bos- 
ton business. The Grand Trunk is said to have sold on the 
average about 240 of these $5 Chicago-Bostoa tickets daily, 
which g:ves a very handsome traffic to the two through pas- 
senger trains it put on last week. But the Grand Trunk’s 
route is one by which fewer competing points are 
affected than by almost any other of equal length 





in America. When a $7 rate is made from New 
York to Chicago, it reduces rates to Buffalo, Pittsburgh, 
Wheeling, Cincinnati, Columbus, Cleveland, Toledo, De- 
troit, Indianapolis, and scores of other considerable towns, 
because some route from New York to Chicago passes 
through them, and $7 is less than the regular fare from New 
York to them, and the traveller can ride to them on a Chi- 
cago ticket. But from Chicago to Boston by way of the 
Grand Trunk there is scarcely any important town except 
Toronto and Montreal, and the travel between these and 
American cities is comparatively light. 

An episode of the railroad war occurred at Indianapolis 
last Saturday, when, for about two hours, a ride to New 
York could be haa for one dollar, and by one line for five 
cents less. The distance by the shortest line is 825 miles, 
and the lines selling were not the shortest lines, Ten miles 
for a cent will probably satisfy (for a time) the wildest 
Granger. Pe Speer arene Venn om 

THE CANAL TRAFFIC FOR THE SEASON has not been so 
light as the condition of business recently would indicate. 
The official repurt from the opening till August shows that 
the falling off in tons cleared has not been quite ia propor- 
tion to the decrease in the number of days that the canals 
were open, The very great difference in these makes the 
aggregate figures for the season valueless for comparison. 
Below we give them per day, which will enable us to com- 
pare : 


1881. 1280. Inc. or Dec. P.c. 

NR OO. «iets acs.sesende cane 73 103 Dec. 30 29.1 
Per day: 

Tons cleared west................ 8,233 7,112 Inc. 1,221 15.8 

y $6 COBB... cceseeees 0k fOD 22,0089 Dec. 244 1.1 

PN cards uScnmesenscusac beonmene $3,649 $5,191 Dec. $1,542 29.8 

UR MONIES 605.5 incpenvececad 40,783 48,560 Dec. 7,777 140 


It must be remembered that this includes all of the New 


York state canals, not the Erie Canal alone. The 
Champlain Canal carries chiefly iron ore and 
coals, and the Oswego Canal has large quantities 
of Canadian barley and lumber, and the 


shipments of these are very little affected by the business of 
the Erie Canal and the low rail rates on grain. That an 
unusual proportion of the traffic has been on the Oswego and 
Champlain canals is indicated by the fact that the average 
tolls per ton were 12.1 cents this year, against 17.5 last 
year, or nearly one-third less, Oaly avery small part of 


this is due to the abolition of tolls on a few 
articles of merchandise, cause the total amount 
of these articles shipped is too small to have any 


appreciable effect on the gross receipts. 

It will be noted that there has b2en a considerable increase 
in the tons cleared daily westward, and that the uverage of 
the total daily clearances is actually greater (by 3 per cent.) 
this year than last, while the mileage of boats is 14 per cent. 
less. 








THE Rai GRAIN SHIPMENTS from the Northwestern mar- 
kets were a little larger in the week ending July 30 than in 
the previous week, and, considering the total shipments are 
large. The average weekly shipments by rail, river and 
lake, in bushels, during the six weeks from the opening of 
navigation till the 15-cent. rail rate was made, and the ship- 
ments each week since, with the percentages of the total 
sbipped by rail and river, have been: 








——By rail.——.—— By river.— By lake. Total. 

Av. to Bushels. P.c. Bushels, P. c. Bushels. Bushels. 
June 18..1,613,377 29.8 475,408 8.8 3,325,609 5,414,394 
Week ending 
June 25 566,702 47.8 547,000 7.3 
July 2 542,753 40.6 263.039 4.2 3 

sa 9 3,463 35.2 355,500 5.7 2, 

3 45.0 84,044 1.4 37, 
* 23..,.1,868.110 39.6 161.010 3.4 2,691, 
* 30...2,121,597 41.6 340,952 6.7 2,632,659 5,095,208 


The rail shipments were smaller the previous week, but in no 
other week since the lo v rate was made; the river shipments, 
having been very small for two weeks, are comparatively 
large again. The lake shipments, which had been very light 
for two weeks previous, are even a little lighter in the last 
week. The fact that so much grain was shipped by barge in 
spite of the very low rail rates from St. Louis is notable, 
but still these barge shipments were but a small portion of 
the St. Louis receipts, which were much larger in this week 
than in any other since the railroad war broke out. 

The total shipments now for thee weeks have been less 
than the average from the opening of navigation till the 15- 
cent rail rate was made. 





THE SUMMER PACKING OF HoGs has, so far, been much 
less this year than last. In the first half of it, March 1 to 
July 27, the reports show 2,647,960 packed this y ear against 
3,287,756 last year, a decrease of 639.796 head, or nearly 
one-fifth. One-half of the decrease is at Chicago, which, how- 
ever, packed 60 per cent. of the whole this year. The only 
large gain is at Kansas City, which this year stands next to 
Chicago and much above St. Louis. Indianapolis stood sec- 
ond last year, with 240,000 head, but has fallen this year to 
72,400 head. Atchison disappears entirely from the list, and 
its business seems to have been transferred to Kansas City. 
The Missouri River points (from Kansas City to Omaha in- 
clusive) report this year 309,000, against 327,136 last year. 
Interior Iowa points packed 203,295 this year, against 245.- 
394 last. 

From Nov. 1 (the beginning of the winter packing season) 
the Chicago shipments of hog products have been about 734 
per cent. less than last year, while the total exports of such 
products haye been 1134 per cent. less than last year. This 
traffic stands next in importance to grain in the through 
rail shipments from the West to the Atlantic seaboard. As 
usual, the Chicago shipments are very nearly the same as 
the total exports. 








CHICAGO SHIPMENTS Eastwarp for the week ending Aug. 
6 are reported by the Board of Trade to have been 49,029 








tons, of which 29,432 were grain, 9,322 flour, and 10,275 
provisions. The shipments of the week previous were re- 
ported to be 50,626 tons, and were actually 59,370 tons. 
For the week ending Aug. 6 the actual shipments were prob- 
ably as much as 58,000 tons, against 42,789 last year— 
tue latter, by the way, being the largest week’s ship- 
ments last year from June till the middle of October. The 
east-bound shipments from Chicago are now very large: 
there is no doubt about that. They were very large for the 
season at this time last year, and are now one-third to one- 
half larger. The shipments from points in the West further 
south, however, are generally smaller now than last year, 
because there is less to ship. But though the Chicago ship- 
ments are now very large, they are somewhat smaller 
than a few weeks ago. 

For the first four weeks of the 15-cent rate they averaged 
66,604 tons a week; for the last three weeks, about 57,500. 
This is anything but a light business, however, and for mid- 
summer it is enormous. Its unsatisfactoriness is due to the 
earnings from it and not to the amount, which is much 
greater than the average of any year. 





Joint Executive Committee Meeting. 


At the meeting called to consider the causes of the present 
demoralization of east-bound freight rates and the best 
means of preventing it in future, held. at Mr. Fink’s office, 
No. 346 Broadway, New York, Wednesday, Aug. 10, the 
following companies were represented and voted: 

Baltimore & Ohio 

Cairo & Vincennes (by Mr. Fink). 

Canada Southern (by Mr. Ledyerd). 

Central Vermont. 

Chicago & Alton (by Mr. Ledyard). 

Cleveland, Columbus, Cincinnati & Indianapolis. 

Detroit, Lansing & Northern. 

Great Western. 

Grand Rapids & Indiana. 

Indiana, Bloomington & Western. 

Lake Erie & Western. 

Louisville, Cincinnati & Lexington. 

Louisville & Nashville. 

Marietta & Cincinnati. 

Michigan Central. 

New York, Lake Erie & Western. 

New York, Pennsylvania & Ohio. 

Ohio & Mississippi. 

Pennsylvania Railroad. 

Pennsylvania Company. 

Peoria, Pekin & Jacksonville. 

Philadelphia, Wilmington & Baltimore. 

Vandalia Line. 

Wabash, St. Louis & Pacific. 


MR. FINK’S ADDRESS. 


Mr. Fink addressed the meeting at some length, giving 
some account of the course of events resulting in the present 
unprofitable low rates. He said that the last reduction of 
west-bound rates to the basis of 20 cents per 100 Ibs. on 
grain from Chicago to New York, made June 15, made 
them about 0.4 cent per ton per mile, which is less than 
the average cost per ton per mile on any of the roads which 
carry this traffic. Yet since June 15 the traffic bas been 
carried at from 12 to 15 cents per 100 lbs., equal to 0.24 to 
0.30 cent per ton per mile—less than one-half the average 
cost of carrying freight. 

On the 30th of June a circular was issued asking if the 
20-cent_ rate couid be maintained. Every member of the 
Joint Executive Committee answered that it cculd be, and 
that it was anxious that it should be. 

The cause of the failure to maintain it has been a 
lack of confidence of the companies in each other. 
Each believes that it is not fairly dealt with by the 
others; and this belief has been justified by its 
experience. The cause is the difficulty of controlling tariffs 
when there are so many active competitors with so many 
conflicting interests. The railroad ecmpanies are endeavor- 
ing to do that which is impossible, namely, to carry on an 
active competitive struggle, and at the same time to main- 
tain established tariff rates. This is simply an impossibility 

Un‘il recently the speaker had thought that tariffs could 
be maintained if the railroad managers honestly intended 
to maintain them. But recent events had convinced him 
that with perfect honesty on the part of all, itis impracti 
cable to maintain tariffs under the present method of solicit- 
ing competitive business. One of the reasons is in the exist- 
ence of the co-operitive freight lines, which were established 


especially to secure the largest possible a 
net revenue being left out of consideration. The 
soliciting agents of these freight lines are  sub- 


ject to the orders of tne general freight agents of all 
of the railroad companies in his line. If any one of 
them imagines that advantage has been taken of bis road, 
he can order the line agent to meet the rates supposed to be 
made by the rival. This makes it possible for the agent on 
the line that receives the freight from the shipper to make 
rates over all the other roads in the line, whatever may be his 
motive. The connecting roads are not consulted at all. 
They have surrendered the control of their property to 
others, And the trunk lines exercise similar control over 
the rates on their western connections. This makes it im- 
possible to carry out any agreement. 

The first step required to remedy this evil is to concen- 
trate the rate-making power in the hands of fewer persons, 
and to hold these responsible to the Committee for any vio- 
lation of agreements. This has been the object of the Joint 
Executive Comwittee from the beginning. 

It was formerly supposed that the general managers were 
the proper persons to be held responsible. Rules were made 
not to follow a reduction from regular rates made by any 
road until the case had been reported and an investigation 
had. But noattention was paid to this rule. When parties 
have acted under it in good faith, they have been losers 
thereby, because time was required for investigation, and it 
was impossible to trace the guilty party, and meanwhile the 
line violuting the agreement secured the traftic. 

The agreement of March 11 was intended to correct this. 
By this, when any member discovered that a reduction from 
agreed rates had been made on any portion of the traffic, he 
had the right to demand that regular rates on all the traffic 
should be reduced to the same basis. This, it was supposed, 
would prevent reductions for the purpose of diverting traffic 
from rivals, because the result would be a loss to the road 
making the reduction. But it was found impossible to con- 
trol the agents who can make special contracts. 

The Joint Executive Committee was founded on the sup- 
position that the general managers have the power to con- 
trol rates over their lines, and will do so if they agree to. 
Experience shows that they have no such power. Some 
time ago the trunk lines agreed to refuse to permit traffic to 
peat nver their lines which had been taken by their connec- 

i atless than the regular rates. The niaintenance of 
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rates during the earlier rt of the past two ae 
was due to the execution of this rule. Latterly 
the soliciting agents bave found means to evade such con- 
trol. Agents of small western roads have made contracts in 
the face of positive orders from the trunk lines, hoping that 
afterwards these lines would participate in the reduction. 
Time contracts on west-bound freight have been made, in 
spite of agreements, and the trunk lines which control 80 
per c — the business had no power to prevent carrying 
them out, 

The theory that the trunk lines and the Standing Com- 
mittee can be relied upon to enforce the agreements of the 
Joint Executive Committee must be abandoned. 

Another method upon for maintaining rates 
was the apportionment of the traffic at the different 
competing ints amo the different lines. The 
complete adoption of this takes away all motive 
for breaking rates. But only weak attempts have 
been made so far to carry out this plan. Only one-twentieth 
of the whole competitive traffic has ever been apportioned. 
In the perfection of this system lies the only hope for a res- 
toration of confidence and the maintenance of tariffs. But 
to make it complete a division is needed at all competitive 

ints, and over all the lines by which the traffic can pass 
| se the place of shipment to its destinatior. 

It is in the power of the Western roads to put an end to 
the present strife. The principle should be recognized that 
the road on which the traffic originates has the right to dis- 
tribute it among its connections asit may see fit, having 
regard to fair dealing and reciprocity. The Western roads 
should act on this principle, instead of permitting a great 
number of connecting lines to fight for the business over 
their own lines. They could dispense with all —- 
agents of other roads. When the traffic was divided, 
they could have an agent on their joint account 
who could see that the shipments were dis- 
tributed according to agreement. en and not before 
may it be possible by the co-operation of the terminal roads 
at competing points to control the tariffs and permanently 
maintain rates. For further security, in case any une of the 
roads exceeds its proportion, a deposit of money, correspond- 
ing to the value of its excess tonnage, should be made until 
the traffic is earned. ; 

We must look the difficulties straight in the face and cor- 
rect them, Without some radical change in the method of 
doing business, it is useless to make any further attempt to 
accomplish the impossible. 

An address of considerable length was made by Vice- 
President Blanchard, of the New York, Lake Erie & West- 
ern, in which he announced the earnest desire of his ccm- 
pany to do whatever might be necessary to maintain rates, 
even if it required sacrifices on its part. 

Mr. Gault, of the Wabash, spoke very positively of the 
justice of giving the Western roads control of the traffic 
which they collect. 

A resolution was adopted unanimously in favor of restor- 
ing the rate of June 15 ( on 20 cents per 100 lbs. on 
grain from Chicago to New York) on Monday, Aug. 22. 

The meeting adjourned after a single session, there having 
been very little discussion and no vote of importance except 
that to restore the 20-cent rate. 

The only representative of the Vanderbilt roads present 
was Mr. H. B. Ledyard, of the Michigan Central, who voted 
with all the rest in favor of the 20-cent rate, 

General QBRailroat Wews. 
MEETINGS AND ANNOUNCEMENTS. 
‘Meetings. 

Meetings will be held as follows: 

Indianapolis, Peru & Chicago, 
Indtanepélia, Ind,, Sept. 13, 

Bangor & Piscataquis, special meeting, in Bangor, Me., 
Aug. 19, to vote on the question of extending the road to 
Moosehead Lake, and the issue of $260,000 new bonds to 
pay for the work. 

Railroad Conventions. 

The International Road-Masters’ Association will hold its 
annual convention in Cincinnati on the second Wednesday 
in September (Sept. 14) next. 

The National Association of General Passenger & Ticket 
Agents will meet in St. Louis, Sept. 20. 

. Dividends. 

Dividends have been declared as follows: 

Chicago & Alton, 4 per cent., semi-annual, payable Sept. 
1. Transfer books close Aug. 15. 

Illinois Central, 314 per cent., semi-annual, payable Sept. 
1. Transfer books close Aug. 13. 

Mobile & Ohio, 7 per cent. on the first-preferred income 
and sinking fund debentures, payable 3'¢ per cent. Sept. 1, 
and 3!¢ per cent. Feb. 1, 1882; also 2 per cent. on the 
second-preferred debentures, payable as shall hereafter be 
advised. 

Cleveland & Pittsburgh (leased to Pennsylvania Com- 
pany), 184 per cent., quarterly, payable Sept. 1. Transfer 

ooks closed Aug. 10. 

Foreclosure Sales. 
= lhe Central Extension Railroad, of Long Island, was 
sold under a decree of foreclosure in Long ;Island City, N. 
Y., last week, and bought by B. 8S. Henning, Vice-President 
of the Long Island Railroad Company. e sale included 
84 miles of road, from Bethpage Junction, N. Y., to Baby- 
on. ‘ 

The Peachbottom Railroad, Eastern Division, will be sold 
under foreclosure in Oxford, Pa., Sept. 1. The road is of 
3 ft. gauge and extends from Oxford, Pa., to Dorsey, 20 
miles; its funded debt is $240,000. 

The Framingham & Lowell road is to be sold in Septem- 
ber next, a special act of the Legislature having authorized 
a sale and reorganization. The road is 26 miles long, from 
Lowell, Mass., to Framingham, and has $512,000 stock, 
$750,000 funded debt and $395,900 floating debt. It will be 
sold subject to a lease to the Old Colony Company for 999 
years. 


annual meeting, in 





ELECTIONS AND APPOINTMENTS. 


Atlanta & West Point.—The following circular is issued by 
President L. P. Grant: 

‘** Cecil Gabbett, Esq., having been elected Superintendent 
of this road, all employés of this company will be governed 
by his orders, and all communications in reference to the 
operations of the road will be made to him at Atlanta, Ga.” 


Baltimore &*Ohio.—Mr. Robert Stewart has been ap- 
pointed Superintendent of Telegraph in place of Charles A. 
Tinker, resigned. Mr. Stewart thus returns to his old i- 
tion; he was Train-Master on the New York Division of the 
Pennsylvania Railroad, and went thence to the Baltimore & 
Ohio as Superintendent of oe: In 1879 he resigned, 
and has since been on the New York elevated roads as Sup- 
erintendent. 


Brainerd, St. Paul & Grand Forks.—The directors of 
this new company are: B. F, Hartley, Charles Kindred, N. 








McFadden, C. B. Sleeper, F. B. Thompson, Brainerd, Minn. ; 
C. A. DeGraff, B. B. orth St. ma z 


Cairo & Vincennes.—Mr. W. I. Allen is appointed Master 
of Transportation, in place of T. E. Clarke, resigned. 


Canada Southern.—Mr. H. Bradford has been appointed 
Northern Passenger Agent, with office in Milwaukee. 


Central Pacific.—At the annual meeting in San Francisco, 
Aug. 9, the following directors were re-elected: Charles 
Crocker, Charles F. Crocker, E. W. Mopiins, Cc. P. Hunting- 
ton, W. V. Huntington, E. H. Miller, Jr., Leland Stanford. 
The board re-elected Leland Stanford, President; C. P. Hun- 
tington, First Vice-President; Charles Crocker, Second Vice- 
eran E. H. Miller, Jr., Secretary; E. W. Hopkins, 

reasurer. 


Cheraw & Chester,—At the annual meeting in Laneuster, 
8. C., Aug. 3, the proxies for 2,000 shares claimed by Lan- 
caster County and 1,500 by Chester County were refused, 
on the — that the stock had not been issued. The fol- 
lowing tors were then chosen by a vote of 1,509 issued 
shares: J. J. McLure, O. Barber, W. H. Hardin, J. B. Er- 
win, J. H. Foster, M. J. Hough, A. C. Haskell, W. A. Evans, 
E. A. Redfearn. The directors elected W. H. Hardin 
President; J. J. McClure, Vice-President; D. Hemphill, 
Secretary and Treasurer. 

The Lancaster and Chester County proxies, with holders 
of 173 private shares, withdrew from the meeting and 
elected the following directors: John L. Agurs, Julius 
Mills, J. B. Erwin, N. G. B. Chafee, John R. Welsh, John 8. 
Wil:on, J. M. McDaniel, Ernest Moore, W. J. Mcliwain, W. 
D. Lemmond. 

= courts will probably have to decide which is the legal 
board. 


Chicago & Alton.—Mr. Charles Macabe has been appointed 
Pacific Coast Agent, with office in San Francisco. Mr. 
Macabe has bzen long in the passenger department, and was 
recently General Passenger Agent of the Peoria, Pekin & 
Jacksonville road. 


Chicago, Burlington & 
pointed Superintendent of 
of Mr. E. Ryder, who has gone to the Minneapolis 
Louis. Mr. Rice has been Train-Master for some time. 


Chicago & Northwestern.—Mr. Charles V. McKiulay has 
been appointed Division Freight Agent of the Chicago & 
Tomah and the Galena & Wisconsin divisions, with head- 
quarters at Galena, Ill. 


Connotton Valley.—The officers of this company are: 
President, Wm. J. Rotch, New Bedford, Mass. ; Vice-Presi- 
dent, Samuel Allen, Dell Roy, O.; General Manager, ©. G. 
Patterson; Secretary and Treasurer, A. B. Pioal; Counsel, 
Wm. A. Lynch; Traffic Manager, H. W. Lansing; Chief En- 
gineer, Wm. F. Ellis. Offices at Canton, Ohio. 


Detroit, Mackinac d Marquette.—The following officers 
have been selected for this road: Supestateptent and 
Chief Engineer, Thomas McKeown; General Freight and 
Passenger Agent, Frank Milligan; Auditor, E. W. Allen. 
Mr. McKeown is now Chief Engineer of the road; Mr. 
Milligan is Agent for the Blue Line in Detroit. 


Erie & New England Express Co.— Mr. George R. 
Blanchard, Vice-President of the New York, Lake Erie & 
Western Railroad, is President of this new company; and 
Mr. C, H. Crosby, who was for some time Assistant Secre- 
tary at Mr, Fink’s office in New York, is General Manager. 
Mr. Crosby has been engaged in organizing the business of 
the express since last March, 


Sutnse F. C. Rice is ap- 
the Galesburg Division, in — 
St. 


Greenville & Laurens.—This company was organized at 
Greenville, 8, C.. Aug. 5, by the election of the following ; 
President, Dr. W. L. Mauldin; directors, M. 8S. Bailey, 
John A. Barksdale, W. C. Cleveland, 8. S. Crittenden, Al 
bert Dial, T. Q. Donaldson, J. W, Ferguson, J. O. C. Flem- 
ing, * C, Fuller, T, C. Gower, J. R. Harrison, G. W. Sulli- 
van, Jr. 


Lake Superior & Dakota.—The directors of this new com- 
pany are: Wm. Angulim, Cushman K. Davis, Newton 
Grover, S. Harbaugh, Frank Ives, Charles Lockhart. Office 
in Duluth, Minn. 


McGregor & Des Moines.—The officers of this new com- 

ny are: President, Wm. Larrabee; Vice-President and 

reasurer, Frank Larrabee; directors, H. Meyer, E. H. 
Williams, D. R. W. Williams; Secretary, Henry Meyer. 
Office at McGregor, Iowa, 


Memphis, Selma & Brunswick.—The directors of this 
reorganized company are: J. J. Busby, Memphis, Tenn.; 8. 
Featherston, Holly Springs, Miss.; E.O. Sykes, Aberdeen, 
Miss.; J. M. Billups, Columbus, Miss.; Frederick Wolffe, 
Chattanooga, Tenn.; E. R. Bacon, Charles E. Lewis, Otto 
Plock, Jesse Seligman, New York. The officers are: Presi- 
dent, Frederick Wolffe; Vice-President, J. J. Busby; Secre- 
tary and Treasurer, Maximilian Calm, New York; Assis- 
tant Secretary and Treasurer, Jasper C. Griffing, Memphis, 
Tenn. The company is successor to the Memphis, Holly 
Springs & Selma. 


Missouri Pacific.—Mr. D. 8. H. Smith has been appointed 
Local Treasurer at St. Louis for this road and its leased and 
controlled lines, including the St. Louis, Iron Mountain & 
Southern. Mr. Smith is Secretary and Treasurer of the 
International & Great Northern. 


Monongahela East Shore.—The officers of this new com- 
pany are: President, W. C. Quincy, Pittsburgh, Pa.; di- 
rectors, Henry Hill, Beaver, Pa.; Jacob Henrici, Economy, 
Pa.; James I. Bennett, Herbert DuPuy, D. Hostetter, Al- 
legheny, Pa.; Wm. M. Lyon, Pittsburgh. 


Mt. Vernon & New Harmony.—The directors of this new 
company are: Henry Brinkman, John B. Gardner, M. 
Harlem, Nicholas Jost, G. V. Menzies, A. D. Owen, 
Joseph F. Welborn, Office at Mt. Vernon, Indiana. 


New Haven & Northampton.—Mr. C. A. Goodnow has 
been appointed Superintendent, with office in New Haven, 
Conn., and will take charge about Sept. 1. Heretofore 
President Yeamans has been Superintendent also. Mr. 
Goodnow has been Train-Master of the Troy & Greenfield 
road for six years past. 


New Orleans Pacific.—Mr. H. S. Moore is General Super- 
intendent, with office in New Orleans. He was formerly on 
the Indianapolis, Decatur & Springfield road. 


Northern Pacific.—Mr. D. R. Taylor has been appointed 
Superintendent of the Missouri Division from Bismarck, 


., to Glendive, Mon., 205 miles. Mr. Taylor has been on | 


Da 
the Northern Pacific about a year, and was previously for 
many years on the Michigan Central road. 


Pennsylvania.—It is announced that Mr. Robert Neilson, 
now Superintendent of the Elmira and Canandaigua divi- 
sions of the Northern Central, will, on Oct. 1, succeed Mr. 
Ww. A. Baldwin as General Superintendent of the Philadel- 

hia & Erie Division. Mr. Neilson will also have charge of 
Phe Northern Central north of Harrisburg. 





Pennsylvania a is announced that Mr. Wm. 
A, Baldwin has accep’ the position of Assistant General 
Manager, and will take the office Oct. 1. Mr. Baldwin is 
new General Superintendent of the Philadelphia & Erie 
Division, Pennsylvania Railroad. 


Pittsburgh Junction.—The officers of this new company 
are: President, E. K. Hyndman, Connellsville, Pa.; direc- 
tors, James Callery, John W. Chalfant, Campbell B. Her- 
—, Apeueeny, Pa.; Waiston H, Brown, Solon Humphreys, 

ew York. 


Rutland —The new board has re-elected John B. Page 
President; J. H. Williams, Clerk; J. M. Haven, Treasurer. 


St. Louis, Iron Mountain & Southern.—Mr. Wm. Carroll 
has been appointed Road-Master of the Arkansas Division in 
place of G. W. Barrett, resigned. 


St. Louis, Jerseyville & Springfield.—The board has 
elected Morris R. Locke a director and President, in place of 
James A. Locke, deceased. Cornelius S. Masten succeeds 
Morris R. Locke as Secretary. 


Springfield, Effingham & Southeastern.—Mr. Jay G. Ru- 
pertshas been appointed General Freight Agent, with office 
at Robinson, Ill. Mr. Rupert was recently on the Wabash. 


Springfield & St. Louis,—The directors of this new com- 
pany are: George N. Black, C. C, Brown, Springfield, ILL; 
. B. McClure, D, T. McIntyre, Mattoon, 'Ill,; H. H. Beach, 
E. Southworth, Litchfield, Il, 


Texas & Pacific.—Mr. George F. Newhall has been ap- 
pointed storekeeper, with office at Marshall, Tex,, in place 
of W. L. Dorsey, resigned. 


Texas & St. Louis,—The following order was issued by 
President J. W. Paramore on Aug. 6: 

““R. L. Cobb, Esq., of Little Rock, Ark., is hereby ap- 
pointed Chief Engineer of the Missouri & Arkansas Division 
of the Texas & St. Louis Railway Company, extending 
from Bird’s Point, opposite Cairo, to Red River, in Arkan- 
sas. All engineers now in the field in that division will im- 
mediately report tohim and obey bis orders and instruc- 
tions accordingly. Maj. C. F, Stephens, Chief Engineer of 
the Texas Division, will have charge of the extensions from 
Waco to Laredo and from Mt. Pleasant to Dallas and also 
from Texarkana to Red River, including the bridge across 
Red River. All engineers in that department will report to 
him at headquarters at Waco, Tex., and obey his orders 
and instructions accordingly.” 


Toledo, Cincinnati d& St. Louis.—At a meeting held in 
Charleston, Ill, recently, the following directors were 
chosen: E. B. Buck, T. G. Chambers, John M. Corse, J. R, 
Cunningham, R. 8. Hodges, W. R. Patton, L. L. Silverton, 
N. Votaw, W. W. Whitney. The board elected John M, 
Corse, President; F. G. Dunn, Secretary. 


Wabash, St. Louis d& Pacific.—General Manager John C, 
Gault has issued the following circular : 

“In order to more nearly equalize the three general divi- 
sions of this company’s lines, it has been decided to attach 
the Chicago Division to the Peoria & Iowa Division, which 
change will take effect Aug. 1. 

‘* From and after that date the Peoria & Iowa Division 
will be called the Chicago & Iowa Division, and the office 
of W. F. Merrill, General Superintendent, will be moved 
to Chicago. 

“The Betre it & Butler Railway will be open for business 
from and after Aug. 1, and will be operated as a part of the 
we Division, Robert Andrews, General Superintendent, 

oledo.” 








PERSONAL. 
—Mr. James V. Gale, formerly a director and Vice-Presi- 


dent of the Chicago & lowa Railroad Company, died at his 
residence in Oregon, Ml., Aug. 3. 


—A dispatch from Cincinnati, Aug. 9, says: ‘‘ The time of 
the retirement of Mr, Jobn King, Jr., from railroad busi- 
ness is settled by the announcement tbat he will sail for 
Europe Sept. 28, to be gone three years.” 


—Mr. John A. Clark died suddenly in Kansas City, Mo., 
Aug. 5, aged 67 years. He was formerly Surveyor General 
for New Mexico, and for 12 years past has been Land Com- 
missioner of the Kansas City, Ft. Scott & Gulf Company. 


—Mr. Frank E. Snow, Geveral Passenger and Ticket 
Agent of the Canada Southern, has _ resigned that office to 
accept a position on the Wabash, St. Louis & Pacific. He 
will have charge of the business of that company’s new line 
to Detroit. 


—Gen. Robert Patterson, for many years a prominent 
merchant of Philadelphia, died in that city Aug. 7, aged 89 
years. He was for many years connected with the Penn- 
sylvania militia, and served in the field in the war of 1812. 
the Mexican war and the ate war. He was the first Presi_ 
dent of the Philadelphia, Wilmington & Baltimore Company . 


—Mr. Wm. G. Fargo, widely known as one of the pioneers 
of the express business and the Manager of the great ex- 

ress firm of Wells, Fargo & Co., died at his residence in 
Buffalo, N. Y., Aug. 3, aged 66 years. At the time of his 
death he was President of the American Express Company, 
and a director of the Buffalo, New York & Philadelphia 
Company. He was Mayor of Buffalo at one time, and leaves 
a large estate. 


—Mr. Joseph H. Moore died at his residence in Odell, Il, 
Aug. 1. He had lived in retirement on his farm at Odell for 
11 years past, but bad previously been a railroad man all his 
active live. He began at 18 as an express messenger on the 
Boston & Worcester road, avd had been at different times 
Superintendent of the Old Colony read, of the Michigan 
Southern and of the Eastern Division of the Pittsburgh, Ft 
Wayne & Chicago, and General Agent in Chicago of the last 
named road, 


TRAFFIC AND EARNINGS. 


Chicago and Milwaukee Receipts. 


Receipts at Chicago and Milwaukee, for the first week 
in August, have been for four years : 





Chicago: 1878. 1879. 1880. 1881. 
Grain, bu........ 2,939,884 3,444,115 3,652,157 3,385,160 
Flour, bbis...... 39,669 41.579 52,324 118,456 

Mescsewe 63,967 55,906 92,558 105,7 
ilwaukee: 
Grain, bu........ 112,927 152,480 130,250 238,317 
Flour, bbls...... 25,518 37,721 45.582 75,301 
ogs, No........ 1,962 1,641 3,344 5,037 


Taking the flour into consideration, the rr receipts at 
Chicago even are as large as last year, and larger than in 
any previous year, while the Milwaukee receipts are nearly 
twice as great as last year. 


The Passenger War. 


No material change is reported in passenger rates. The 
Grand Trunk continues to sell tickets between Chicago and 
Boston at $5, and is reported to be carrying many passengers 








444 


THE RAILROAD GAZETTE. 





[AveusT 12, 1881 








an re from New. York to Chicago, however, still con- 
ti sue $7, 

A fizht has been begun in the West between the Chicago & 
Alton and the Wabash, On Aug. 9 the Chicago & Alton 
began to sell limited tickets from Chicago to Kansas City at 
$5, and from St. Louis to Kansas City at $4. It is thought 
that rates will go still lower. 


Railroad Earnings. 
Earnings for various periods are reported as follows: 
Seven months ending July 31: 
1881. 











= Pennsylvania Railroad for the seven months was as fol 
ows: 





1881: 1880. Increase, P.c. 

| Coal Port for shipment....... 39,285 20.636 9,649 45.9 
| South Amboy for shipment.. 383,009 241,050 141,959 58.9 
Local points on N. J. lines... 393,133 265,495 127,638 48.0 
Co.’s use on N. J. lines....... 61,017 58 503 2,514 4.3 
ME iitor ic dahadndeaws .. 867,444 585,684 281,760 48.1 


Of the total this year 693,501 tons were from the Lehigh 
and 173,943 tons from the Wyoming Region. 



































1800. Ine. or Dec. P. 6. | AEE Now ‘York road for the aight, onthe of its fecal 
Bur., Cedar Rap. ve roa g us OL Te 
ye ecneten $1,171.384 $1,125,780 I. $45,604 4.1 | year from Dec. 1 to July 81 was: 1881, 648,686; 1830, 
Central Pacific... 12,652,544 10.344,761 I. 2,307,783 22.3 | 413,785 ; increase, 234,901 tons, or 56.7 per cent. Of the 
Chi. & Alton ....... 3,917.422 4,133,060 D. 215,638 5.2 | total this year 404,920 tons were received from the Lehigh 
GUAM Hh gas qcittss f adtnaer Sia] Valley road 
OL, . . tae 059, i th oe . ed — oT Sami-hi H 7 , » SEV: = 
Chi & Northwest |. 10'953.495 10,184.339 I. 771,156 | 7.6|_$ emi-bituminous tonuages reported for the seven months 
Chi. St. P.. Minn ; were as follows : 
_ epee 2,048,285 1,573.182 I. 475,153 30.2} 188). a or ee oe 
=.S a. 554,307 509,791 I. 44,516 8.7 | anaes de ogre ake 1,138,612 1,187,382 r — $i 
“ *° mais aor unk > untingdon & BroadTop 124.605 115,518 I. 9087 7. 
PR ny rea ne 2,375,409 2,800,004 I. 14,505 0.8 | Rast Broad Top......... 42.941 41.753 I. | 1,188 2.8 
Flint & Pere M.... 1.042307 856/605 I. 185702 21.5] EyTone & Clearfield... 1,876,522 854,187 I. 522,335 61.2 
Great Western..... 2972485 2,751.53 T. 220952 8.0 | aes a Nee fee 
Hannibal & St. J... 1,210,452 1,360,866 D. 150,414 11.1) , —_ ; oF me 233 485 niin ome 
taceithon & tem Con 11971876 168x512 I. 2837364 16.8 | Total semi bituminous 2,741,373 2,23 3,485 I. 507.888 22.7 
Til. Cen., I. lines.. 3,469,663 3,487.494 D. 17,831 0.5 | Actual tonnage passing over the Huntingdon & Broad Top 
Towa lines........ 907,436 ert = awa ¥ | road for the seven months was as follows: - 
Ind., Bloom. & W.. 662,439 673,14 . 10,702 6} 18 1880. Increase. P. ce. 
Ind. Dec. & Springf 260,741 212,201 I. 48,540 22.9) Broad Top coal.... .......... 124.605 115.518 9,087 a8 
Int. & Gt. No....... 1,344,536 830,806 I. 513,730 61.6] Cumberland coal........... .163.706 147,017 16,689 LLé 
Lake Erie & West. 738,576 573,323 I. 165,253 28.8 dee eee etl pers 
Louisville & Nash.. 5,866,305 4,520,818 ; er gd | Ree eee . 288,311 262,535 25,776 9.8 
Mem. & Charleston 661,264 561,130 I, °100,134 17. ri : < 
ig — si 1.240532 1,139,864 I. 100,668 8.8 The Broad Top coal originates on the line; the Cumber- 
Norfolk & Western, 1,155,883 1,048,099 I. 107,784 10.3) Jand is carried through for the Pennsylvania Railroad. 
St. L., Alton & T. H. oe ae bE Shipments of Cumberland coal by the various routes for 
3 ~~. a> oro saeeeee Foo 0g 34:9] the seven months were: 
5t. .M. & So... 3,852,725 3,051, A ,o8t 26. 
St. L’& San Frav.. 1,714,003 1,330,917 I. 383,086 28.8 Tre, * 1880. Inc. or Dec. P.¢. 
St. P.. Minn. & Man 2,335,768 —-1;710.090 I. 625,678 36.6] Baltimore & Ohio... 758,729 738,218 20,511 2.8 
Scioto Valley 203.379 169,221 I 34,158 20.2] Bedford Div., Pa. : 
Union Pacific RK Me 14, “408 12 385.359 I. 1,672.049 13.5 »R..... wees . 98,534 129,32¢ D. 30,789 22.9 
Wab., St. L. & BP... 7,359,017 6,375,877 I. ‘983,140 15.4 —— Canal. 233,247- — 203,280 D. 60,083 20.5 
x > § 2K 
Two months ending June 30: ‘ a... 55 ¢ 55 
Petersburg. ........ $29,468 $30,191 1. $9,277. 30.7] Cumberland oe, aa Se as 
Month of June: ‘ essen 3 es.nn . | ee 1,135,060 1,160,821 D. 25,761 2.2 
; Western.,.... £38,200 74,000 D. £5,800 7. . es : ; ray 
= ananiene. ey 14:700 20,500 D. 5,800 28:3} The George’s Creek & Cumberland road is beginning to 
: be an important feature in the Cumberland trade. 
Month of July - NE : 
Bar., Cedar Rap. & Bituminous tonnages reported for the seven months are : 
RS Ae $174,351 $143,433 I. $30,918 21.6 1881. 1880. Ine. or Dec. P.e. 
Central Pacific...... 1,859,000 1,840,067 I. 18,933 1.0] Barclay R. R. & Coal Co.......241,704 256,102 D. 14,398 5.6 
Chi. & Alton........ ae bewyad f os ane a Allegheny Region, Pa. R. R....156,129 195,850 D. 39,721 20.3 
‘hi » be vt 4 . 796 a >, = Tac ale 98 126 ry ~¢ me Co 
Ch, Mile st. Pi: yhopono 1genze T seeees isl Wor fene hohe irene Bean P- Ness 12s 
Chi. & Northwest.. 1,928,099 1,699,686 I. 228,413 13.4] Southwest Penna. R. R........ 16.503 30.272 D. 13,769 45.8 
Chi., St. P., Minn. & 104.080 "a.006 | 12 ; Pittsburgh Region, Pa.. R. R.. 350,131 312,496 T. 37,635 12.1 
0 ENE Re 364,68 236,995 1. 7,685 53.8 diintoeteed | cette, eb aides Bie 
>. & re oe 82,501 80,935 I. 1,566 1.9} ‘Total bituminous.......... 1,437,642 1,562,603 D. 124,961 8.0 
Cleve., Col., Cin. & ée : 2 4 ; 
_ Re : 380,135 D. 65,243 14.6 The bituminous coals generally show a decrease, which is 
Det., Lan, & } 116,847 I, 24,148 26.0} especially marked in the gas coals and in the regions where 
Flint & Pere M. 157,640 I. 24,151 21.4} jron is made. This may be partly due to the increased use 
pane a Aa a — _ 2 . —— =< of coke. 
oustc fC Lex. . merh ds . Y,IS 4 .* 2 2 P 2 P 2 is ile . 
iil. Cent. IIL. Haas. 548.936 D. —38'796 66 The coal tonnage of the Pennsylvania Railroad for the 
Iowa iines.......... 168,158 ) & 31,795 23.4] Seven months was: : 
Ind. Bloom. & W 83,704 D. 19,673 19.1 , 1881. - ,1880._ Inc. or Dec. P.c. 
Obi» Div...... : 71,775 4 1,835 2.6} Anthracite................5. 757,192 594,733 I. 162.459 27.5 
Ind. Dee. & Springf 45, 82 I ©’ 674 5 8 | Semi-bituminous ..1,699,719 1,155,997 I. 543,722 47.0 
Lake Erie & West. 122/980 if 4,628 4.0; Bituminous... +» ie oes ‘aese fie ae 
Louis. & Nash..... 820,000 5. 47.463 6,1 | Coke... - 1,415, 066,570 I. 349,334 32.8 
Mem. & Charleston 90.039 L 21407 31.0 | ‘ —_— —_— Ss - 
Mo., Kan, & Tex... 667,061 I. 225.756 51.2} Total.. see. e+-0,078,856 4,141,140 1. 937,716 22 4 
Mobile & Ohio...... 151,009 Be 269 2) TN, re i r 05.5 . Winte 4 
- Sey sol . ne sine tee eit otal tonnage in July, 705,589 tons. This includes only 
ag ogg 9 vt nh, iget — — 4 er oe eee 4 > gee to Pittsburgh and branches, 
ille li 900 52,92: 9 5.1} not the Philadelphia rie. 
BLT M880... 817,900 43806 1 SiUts 195 | c ng ‘ted for the s a eis 
ap ay A HL ie ey od : Coke tonnages repor or the seven months are as fol- 
. ° Ss -* = aoe ede <SSees . vo ows: 
St. P., Min. & Man. 387,488 272,189 I, 115.599 42.4} re] . 
Scioto Valley....... 38.319 33.950 T4360 17.8] 0.00 once & Clearf —— eee Be 
i Dani © 98 ROG 24 075 = 2°2} Snow Shoe & Clearfield.... MEE Gisvneades ‘ - 
Union Pacific ..... 2,578.86 1,934,215 I 594,011 30.7 | Allegheny Region, Penna. 
Wab..S8t.L.& P.. 1,131,752 — 1,065,080 I. 66,672 v2! Railroad eaas o-oo een 137,905 35,780 1. 22.196 61.5 
First week in August: + Penn & Westmoreland..... 15,52 . 34,484 45.4 
Denver &R.G....- $126,263 $97,764 I. $28,499 29,1} West Penna, R.R.......... 8.742 51,091 T. 17,651 34.6 
; o | Southwest Penna. R.R.... 817,572 613,701 I. 203,871 33.2 
Leg ae a July 29: 93.099 93,278 I a0 eo oe ,} Pittsburgh Region, Penna. 
~~ Nie npr imam $03,278 I $2,821 8.0) “Raltroad.........:...6005. 356,458 272,073 I. 84,385 31.0 
Zeek ending July 23: 1 (inlaid etait” aphasia ea 
Grand Trunk....... £46,748 £41,805 D. £1,057 = 25.2 | Total COkG.....  cccccseee 1,415,904 1,048,165 I. 367,739 35.0 
! 


The Wabash has made a change in its mode of reporting | 
earnings. Formerly, iu instituting comparisous between | 


this year and last year, the earnings for last year were made | P. 


to embrace all lines then in operation, whether at that time 
forming part of the Wabash system or not. This made the | 
mileage pretty nearly the same in both years, the difference | 
being onlv 95 miles, and this due to the construction of the | 
Chicago line. Now the company compares the mileage of | 
the present system with that of the system as it existed | 
a year ago—that is, it compares the earnings of 2,479 this | 
year with the earnings of 1,928 miles last year. As a con- 
sequence the earnings for the period from Jan. 1 to date 
now show a large increase, whereas a month ago they 
showed a decrease of $120,000. 

Missouri, Kansas & Texas earnings include International 
& Great Northern from J uly 1. 

For a number of these earnings we are indebted to the 
Commercial and Financial Chronicle. 


Coal Movement. 


| 
Anthracite tonnages for the seven months ending July 30} 


are reported as follows, the tonnage in cach case being only 
that originating on the line to which it is credited: 


1881. 1880. Ine. or Dec. P. ec. 
Philv. & Reading 3,652,111 3,056,813 I. 593,298 19.4 
Northern Central, 

Shamokin Div., and 

Summit B.R. R... 573,578 414,308 I 159,270 38.5 
Sunbury, Hazleton & 

Wilkesbarre........ 6,676 6,331 I 345 5.5 
Pennsylvania Canal. . 214,281 208,686 I 615 2.7 
Central, of N. J., Le- 

high Div .... ....... 2,477,882 1,906,037 I. 

Lehigh Valley........ 3,037,813 2,279,520 I. 
Pennsylvania & N. Y. 49,371 18,137 I. 
Del., Lacka. & West- 
OOM Shs. 606. c00dcnens 2,309,334 1,836,978 I 
Del. & Hudson Canal 
BEd, «6 acdeuases 1,954,837 1,631,755 I 
Pennsylvania Coal 
iihd a ohishicctacune 710,267 554,657 I 
State Line & Sulli- 
MUNI. 00:0 00400568 v.05 " 36,8416 23,765 I. 13,081 54.5 





Total anthracite... 15,020,996 11,936,967 I. 3,084,029 25.8 


The tonnage of anthracite for the corresponding period 
for six years has been : 


eee 15,020,006 | 1878 ......0...0..... 8,737,486 
a RE ere 11,936,967 | 1877 «++ 11,387,700 | 
BBFO..00ccae co. caer ee eee een 8,587,874 





Another agreement for stopping or reducing production 
Yor a few weeks is said to be under discussion by the com- 
panies. 

The anthracite coal tonnage of the Belvidere Division of 





Coke tonnages continue to show a large increase and a 
number of new ovens are building in the Connellsville and 
ittsburgh regions. 

The coal tonnage of the New York state canals from the 
opening to July 31 was as follows: 








1881, 1880. Increase, P. ec. 

IR ian 60, ok apetanesnes 359,915 344,382 15,533 4.5 
Bituminous..... .. pigkentes 95,434 91,857 3,577 3.9 
Total... ............... 435,349 436,239 19110 44 


The increase is iv spite of a later opening of the canals this 
year. 

The coal tonnage of the Chesapeake & Ohio Railroad for 
the six months ending June 30 was as follows: 


1881. 


1880. Increase, ?: 6. 

il Sie gthccuaet 369,306 262,965 106,341 40.4 
eR hae 37.373 16,464 20,909 1267 
Se eR 406,679 279,429 127,250 45.6 


Of the total this year 102,591 tons were delivered at the 
| wharves at Richmond, and 80,473 tuns on the Ohio River 
at Huntington; 69,521 tons were for the company’s use. 


Grain Movement. 





| For the week ending July 30 receipts and shipments of 
grain of all kinds at the eight reporting Northwestern mar- 
kets and receipts at the seven Atlantic ports have been, in 
bushels, for the past eight years: 





> tae shipments.——, Atlantic 


Total. By rail. P.c. by rail. receipts 
3,481,123 811.506 23.2 3,489,277 
2.461.586 388.920 158  3,035.213 
3,338,512 1,283,268 38.5 3,895,879 
2,987,721 340,916 11.4 2,474,726 
4,327,894 1,333,140 30.8 5,949.803 
4,799,103 1,670,595 34.8 7,816,854 
6.074,774 1,773,801 29.2 8,945,542 
5,095,208 2,121,597 41.6 6,337,240 


Tn every particular there is a great decrease from the 
movement in the corresponding week of last year, except in 
rail shipments. Compared with the previous week of this 

| year, there is a very large increase (85 per cent.) in North- 
| western receipts, a moderate increase in Northwestern ship- 
| ments, and a smallonein Atlantic receipts. The rail ship- 
| ments and the river shipments were larger, and tie lake 
| shipments smaller than the previous week. 
f the Northwestern receipts, Chicago had 56.3 per cent., 
St. Louis 16.8, Toledo 11, Peoria 8.6, Milwaukee 4.6, Cleve- 
| land 1.6, and Detroit 1.1 per cent. The most notable change 
is the large increase at. St. Louis, which received about as 
much as ite average before lake navigation opened, and 





about balf a million more than it had averaged for a few 
weeks previously, 

Of the Atlantic receipts, New York had 60 per cent., Bal- 
timore 19.8, Philadelphia 9.7, Boston 3.8, Montreal 3.5, New 
Orleans 3.0 and Portland 0.2 per cent. Baltimore has gained 
considerably, but Montreal’s receipts are small and Boston’s 
remarkably small. 

Exports from Atlantic ports for five successive weeks have 

n;: 








‘Week ending - —_—-—— 
July 20. July 13. July 6. 
Flour, bbls.. 64,158 72,329 75,795 9 63,348 
Grain, bu. ...4,240,467 3,984,460 4,408,079 4,141,783 3,773,376 
For the week ending Aug. 5, receipts and shipments at 
Chicago and Milwaukee were: 


—~—Receipts.——— 


Aug.3. July 27. 





——-Shipments. 
1 


1881. 1880. : 1880. 

Chicago .........6.... 3.450,036 4,347,504 3,646,664 3,939,950 
Milwaukee... ......... 245,037 136.429 214,091 1391436 
The two.. ........... 3,695,093 4,483,733 3,860,735 4,079,386 


There is a decrease of 18 per cent. in the receipts and of 5 
per cent. in the shipments of these two lake ports, 
Receipts and shipments at Buffalo for the same week were: 





——Receipts.- —— ——Shipments.—— 

1881. 1880. 1881. 1880. 
By water.......... 1,571,700 3,162,000 602,055 2,369,115 
By rail............ 827.700 924,700 1,416,410 1,862,600 
ENE Sins cpann ...2,398,400 4,086,700 1,918,465 4,231,715 


Lake receipts were but half as great, and rail receipts a 
little less than in the corresponding week of last year. The 
canal shipments are extraordinarily small—little more than 
a fifth of last year’s, and but 26 per cent. of the total ship- 
ments this year. We believe there has never bef>re been a 
week when the canal was open that it carried so small a 
proportion of the Buffalo grain shipments. But the rail 
shipments were also about a quarter less than in the corres- 
ponding week of last year, the total being not half as great. 
_ Receipts at four Eastern ports for this week ending Aug. 
5, were : 


New Phila- 

York. Boston. delphia. Baltimore. Total. 
1881............3,333,603 257,058 744,200 1,068.976 5,403,837 
P. c. of total 31.7 Xf 3. 19.8 1u0,0 
a See 842.874 571,1°4 810,900 1,998,126 7,223 024 
P. c. of total.... 53.2 7.9 11.2 27.7 100.0 


The receipts at New York this year are an unusually 
large proportion of the whole ; those at Boston are an un- 
usually small proportion. Baltimore’s percentage is not 
very small this year, but was very large last year, New 
York and Boston together received nearly two-thirds of the 
whole this year; last year only 61 per cent. 

San Francisco wheat exports in July, the first month of 
the California crop year, were 6,590 barrels of flour and 
1,910,482 bushels of wheat. 

Receipts of California wheat at tidewater in July were 
2,480,333 bushels, against 783,667 bushels in July, 1880, an 
increase of 215 per cent. 


Alabama Commission Rates. 


The Alabama Railroad Commission has continued its 
work of revising the railroad tariffs of the state. Ona num- 
ber of the shorter local roads the passenger rates have been 
fixed at 4cents per mile with ticket, or 5 cents witbout 
ticket. Freight rates have generally been reduced from 10 
to 15 per cent. On the Louisville & Nashville’s lines the 
freight rates have not generally been reduced on minor ai ti- 
cles, but a reduction of 10 to 15 per cent. has been made on 
coal and cotton. 

Southern Railway & Steamship Association, 

A circular from General Commissioner Powers announces 
new rates on cotton as recently fixed by the Rate Commit- 
tee. Thcse from leading points are as follows, in cents: 





Pr oO 4 2 Pf 2 oe 
Ee ¢ Be § SE = Se 92 
. £ Se 2 wee oh} 
28 fR g $3 ¢ fs EF 
FROM e F IB § a = ay 
: a ae Ee : :8 <6 
a 4% 54 : a) = A 
= - Re -: :s so 
- Q +s 4 7m 32 
es | Sa : @ = 
Per bale: et eee, dee :4 =. 6 
Colum. ... 000s. ‘oe 125 125 175 225 2850 275 
vharlotte....... eA: “eck: ioe 150 150 165 215 240 265 
Air Line points...... ... oe 250 250 275 325 450 375 
RRND: |... Sscneesc.s 1.25 125 125 200 250 275 300 
Per 100 Ibs. : 
DRL. cacasas wanes 40 40 40 40 53 60 65 70 
PRs ois otaawee 45 45 45 45 58 65 7 75 
West Point or Ope- 
rae oe ane 60 60 60 7 80 85 90 
Montgomery or 
| err = 45 45 45 58 65 70 735 
These rates take effect Aug. 15. 
Rome, Dalton, Athens and Chattanooga take Atlanta 


rates. The rates above do not apply from Columbia or 
Charlotte to Port Royal. 


Indianapolis to New York for a Doar. 


A telegram from Indianapolis, dated Aug. 6, says: The 
cutting of passenger rates from this point rapidly reached 
the climax of the ridiculous to-dav, when a reduction fiom 
$14 to $10 made by Motherspaugh, “the scaiper,” over the 
Bee Line Road, was promptly met by Mr. J. H. Martin, 
agent for the Cincinnati, Indianapolis, St. Louis & Chicago, 
whereupon Motherspaugh immediately made another cut to 
$9, declaring that he would sell tickets $1 lower than any- 
body unless they sold them for $1 to New York. Ezach 
new reduction by Motherspaugh over the Bee Line 
was promptly met by the Kankake2 agent, until finally 
Motherspaugh bulletined ‘To New York, $1.” Martin then 
offered tickets for 95 cents, good for to-day, via the Balti- 
more & Ohio road. There has been considerable ill-feeling 
over the heavy cuts, but the affair became so ludicrous at 
length that the agents announced to the astonished traveler: 
“Ninety-five cents to New York.” Motherspaugh declares 
that he will not agree to compromise, and that he expects to 
sell at the same rate on Monday, and as long thereafter as 
there is any war-cloud visible in the sky. 


Mississippi River Shipments, 


Mr. Geo. H. Morgan, Secretury of the St. Louis Merchants’ 
Exchange, in a letter of Aug. 1 writes that the shipments by 
barges from St. Louis to New Orleans since the opening of 
navigation have been as follows : Wheat, 3.250,000 bushels; 
corn, 6,500,000 bushels; oats, 75,753 bushels; rye, 22,423 
bushels—a total of 9.848, 176 bushels, exceeding the shipments 
by rail about 6,000,000 bushels. He continues: * Corn has been 
shipped from St. Louis to New Orleans every week during 
the season, and is now heing shipped without damage. In 
fact, the corn reaches New Orleans and is put on board the 
ship in better condition than when shipped (if that is possi- 
ble), for the reason that the barges are thoroughly venti- 
lated and the corn kept cool during the passage, and on arri- 
val at New Orleans is transferred by floating elevator to the 
steamer, thus being again rapped and handled.” 
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THE SCRAP HEAP. 


Locomotive Building. 


The Portland Company, at Portland, Me., has a number 
of locomotives in progress in its shops. 

The Baldwin Locomotive Works in Philadelphia are about 
to ship to Brazil five passenger engines for the Dom Pedro 
II. Railroad, two freight engines for the Bahia Railway and 
two for other roads, 

Saturday in the County Clerk’s office at Utica, a certificate 
of incorporation of the New York Locomotive Works was 
filed. The incorporators and trustees are: Hon. Thomas G. 
Nock, D. B. Prince, Thomas H. Striker, Dr. W. J. P. Kings- 
ley, Edward Comstock, William Wardwell, William B. 
Isham, Jobn Ellis and Henry A. V. Post. The object is 
stated to be the building, repairing, furnishing, etc., loco- 
motives, portable and stationary engines, rolling stock and 
machinery to be used in connection with railways and other 
ways. The capital stock is $200,000, which is divided into 
2,000 shares of $100 each. The term of existence of the 
company is 50 years.—Utica (N. Y.) Herald, Aug. 8. 

The Taunton Locomotive Works, at Taunton, Mass., are 
full of work, with many orders ahead. 


Car Notes. 


The Wason Manufacturing Co., at Brightwood (Springfield), 
Mass., now employs 550 men, and is turning out five freight 
cars a day and 12 to 15 passenger cars a month. 

A company has offered to build car works at Elkhart, 
Ind., provided the people there will give the land and take 
some stock. 

The Wason Car & Foundry Co., at Chattanooga, Tenn. 
has its shops busy with orders for a number of cars. ; 
_ The Latrebe Car Works, at Latrobe, at Pa., are build- 
ing 100 refrigerator cars of a new pattern. 


Bridge Notes. 


Thompson, David & Smith, of Portland, Or., have the 
contract to build the bridges and trestles on the Oregon 
Railway & Navigation Company’s line from Portland to the 
Cascades, except the bridge over Sandy River. 

The Pittsburgh Bridge Co. has lately taken orders for 15 
new bridges. The shops are full of work. 

The Keystone Bridge Co., at Pittsburgh, is running its 
works overtime and has increased its force. 

The Central Bridge Works, of New York, give notice that 
they have leased the shops of the Kellogg Bridge Co., at 
Buffalo, and are prepared to furnish bridges and roofs of 
iron or steel and similar structures of all kinds. 


lron and Manufacturing Notes. 


The wire and nail mills of the Old Colony lron Co., at East 
Taunton, Mass., were burned down on the morning of Aug. 
7, causing a loss of over $150,000, A large amount of stock 
was dumaged or destroyed, besides the building and ma- 
cbinery. This fire will oblige the company to close the roll- 
ing mill also for a time. The loss is partly covered by in- 
surance. 

A new blast furnace is to be built near the Forge, in Page 
County, N. C., to make 75 tons a day. 

The gross tonnage of iron and steel made at the North 
Chicago Rolling Miil Co.’s works, for the fiscai year ending 
July 1, 1881, was 470,248 tons, against 377,184 tons for the 
fiscal year ending July 1, 1880. The gross receipts for the year 
ending July 1, 1881, amounted to $12,297,426.55, against 
$9,172,253. 14 the previous year. The South Chicago Works 
will be completed some time in December next, when the 
amount of the production of all the works of this company 
will be second to only one steel works in the world. yhen 
the eompleted works are running full force they will give 
employment to 5,000 hands, and the production will not 
fall far short of $20,000.000 per annum in value, The ca- 
pacity of the completed works will be 365,000 tons of pig 
metal, 240,000 tons of steel rails, 100,000 tons of iron rails, 
and 50,000 tons of bar iron.—Jndustrial World. 

In the six months ending June 20 there were 10,128 tons 
of iron rails from the North Chicago Rolling Mill delivered 
to the Chicago, Milwaukee & St. Paul Company. 

The Shenango Iron Works have been leased to Bradley, 
Reis & Co.. of New Castle, Pa., from Aug. 1. 

Foundations have been laid at McKeesport, Pa., for the 
buildings of tbe new National Iron & Forge Works, 

The blast furnac: of the Colorado Coal & Iron Co., at 
Pueblo, Col., will be ready to go into blast about the end cf 
this month. The steel works at the same place will beready 
to start up in December. 


The Rail Market. 


Steel rails are still very active and large sales are reported 
for 1882 delivery. Prices continue to be quoted at $55 to 
$60 per ton at mill, according to time of elivery. English 
steel rails are active and are quoted at $59 to $62, according 
to point of delivery. 

Sales of iron rails to a considerable amount are reported, 
with an active demand, and prices at $46.50 to $47 per ton 
at mill for heavy sections up to $50 to $52 for light rails. 

Old iron rails are quoted $26.50 to $27 per ton in Phila- 
delphia, with a very light demand. 


Bridge Building in England. 


The Engineer of July 22 says: ‘“ Bridges and structural 
iron work are still to be bought at the low rate of from 
£12 to £15 per ton, but the movement downwards to ruisous 
prices, whicb last year had become so serious, nas been re- 
tarded by the failure of some of the weaker firms, who com- 
peted most recklessly. The orders from the India state 
railways are not so numerous or extensive as they have been 
for the last few years, but some more bridges of very large 
span are projected, and are likely soon to be carried out. 
Bridges for Canada, South Africa and Australia are being 
ordered, those from the latter colony coming frequently 
through local contractors, with whom it seems the policy of 
the authorities to deal, instead of always through the agents 
of the colonies in England.” 


A Horse Which Didu’t “ Cotch On.” 


Two or three days ago a colored man drove a horse and 
wagon up to the passenger depot on Woodward avenue and 
asked how long before a train would . He was told that 
he had only eight minutes to wait pak he exclaimed: 

“Dis yere hoss am an anamile dat I got hold of dis 
mownin’, an’ I want to see how he will stan’ de railroad.” 

The equine had seen about twenty summers and was as 
thin as sheet-iron, and there was a —— laugh at the idea 
of his being afraid of anything. evertheless, as a Lake 
Shore train hooted in the distance, the old horse lifted his 
head, pricked up his ears, and evinced considerable anima- 
tion. As the train came in sight he began to dance and the 
driver held a stiff line and celled out: 

‘* Whoa ! Napoleon! Dat’s only de Lake Sho’ Railroad 
comin’ in! Steady, sah—what’s de use o’ puttin’ on style !” 

As the train thundered in, the horse reared up and pawed 
the air, shook off a man who grabbed the bridle, and wheel- 
ing around, he upset the wagon and ditched it and went up 
the Pontiac pike with the forward wheels jumping after. 
The owner was picked up in a dazed condition, more amazed 
than injured, and when one of the crowd remarked that the 
horse didn’t stand the railroad very well, the man replied : 

‘Well, [dunno. He ’peared tostan’ de railroad all right ; 





but it was that bullgine an’ de kivered kyars which he didn’t 
cotch on to. I ’spects from de way he acted dat he’s bin run 
ober free or fo’ times.”—Detroit Free Press. 


A Novel Accident. 


A singular accident occurred Wednesday evening at Bell’s 
Mills, on the Bell’s Gap Railroad. A loaded lumber car be- 
longing to the Pennsylvania Railroad had been transferred 
to the narrow-gauge trucks of the Bell’s Gap road. It was 
dropped down the narrow-gauge road, but its width caused 
it to strike a watering plug, breaking it off and causing the 
water to flow out of the fractured stem ina big stream, 
which was with much difficulty stopped. A force of men 
was sent from this city torepair the damage.— Altoona (Pa.) 
Sun, Aug. 6. 

This isa kind of trouble that seems to have been over- 
looked by narrow-gauge people. But if you must make 
your road with spaces enough for wide-gauge cars, why 
the narrow-gauge atall? Most of the advantages claimed 
by its advocates disappear at once. 


Sandwiches. 


An ingenious railway caterer, who has been in the res- 
taurant business seventeen years, has invented a sandwich 
made of bread and meat. People who have eaten it say it is 
in all respects equal to the old-established bass wood and 
leather article, and is even considered more palatable and 
wholesome. It has not yet come into general use.—Burling- 
ton Hawkeye. 

When the conductor howls ‘*‘ Newton Centre !” there is 
often some ghastly idiot on the train who asks: ‘‘ Where has 
Newton Centre?” Abashed by the grim looks of his fellow- 
men he sinks into silence until ‘‘ Needham !” shatters the air. 
Then with a sickly grin he says: “I don’t need ham,” and 
the passengers rise and jam him into the fire-box of the lo- 
comotive and peace and perspiration reign once more in the 
car.—Boston Commercial Bulletin. 

It was a cold day last December, not too bitterly cold, but 
just about as cold as some of the warm days of this month 
of June past. The car was too cool for the comfort of any 
creature but a polar bear, and the lean man with a thin 
ulster who got on at Salamanca called out to the brakeman: 
“ Say, young fellow, can’t you put a little more fire in that 
stove?” ‘No, sir,” replied the gentle brakeman, ‘‘I can 
put in some more wood, but all the fire there is on board the 
car is in the stove now.” Then a deep silence fell on the 
multitude like a scuttle of hard coal and a hired girl drop- 
ping down a flight of back stairs.—Burdette at Home. 








OLD AND NEW ROADS. 


Baltimore & Cumberland Valley.—The track on 
this road is now Jaid to Chambersburg, Pa., 14 miles north- 
ward from the late terminus at Waynesboro, and 22 miles 
from the junction witb the Western Maryland at Edgemont, 
Md. The road is leased to the Western Maryland and has 
been built to secure for that road and for Baltimore a share 
in the trade of the Cumberland Valley. 


Boston, Hoosac Tunnel & Western.—W ork has been 
begun on the second track over this road from the connec- 
tion with the Troy & Greenfield road to Mechanicsville, 
N. Y. A large force is employed. 


Brainerd, St. Paul & Grand Forks.—This company 
has been organized to build a road from Brainard, Minn., 
to Grand Forks, Dak., with branches from Princeton, Minn., 
to Pine City; from Princeton to Taylor’s Falls, and from 
Princeton south to the Iowa line 


Burlington & Southwestern.—This road passed into 
possession of the Chicago, Burlington & Quincy Company 
Aug. 1. It has been understood for some time that it was 
controlled by that company. It extends from Viele, Ia., to 
Laclede, Mo., 156 miles, and was sola under foreclosure 
some time ago. 


Camden & Atlantic.—A special meeting was held in 


Camden, N. J., to vote on a proposed lease of the North 
Atlantic City road. The lease provided that this road be 
built from Atlantic City to Brigantine Beach, 3'!¢ miles, an 
iron bridge t» be built over Absecom Iniet, or, if this were 
not practicable, a stzam ferry to be maintained there; five 
round trips to be made a day during the season, and the 
rental to be 5 per cent. on cost of road, not to exceed $5,000 
a year. 

After a sharp discussion, the question was referred to a 
committee of three, with instructions to secure more favor- 
able terms of lease, and the meeting adjourned. 


Cheraw & Chester.—The late annual meeting of this 
company resulted in the election of two boards of directors, 
one of which is understood to favor the Clyde Syndicate’s 
control of the road, and the other to oppose it. The ques- 
tion as to which is the legal board depends upon the legality 
of stock held by Chester and Lancaster counties. 


Chesapeake, Columbus & Chicago.—This company 
has filed articles of incorporation in Ohio to build a railroad 
across that state from a point in Lawrence County on the 
Obio River, opposite Huntington, W. Va., through the 
counties of Lawrence, Scioto, Pike, Ross, Pickaway, 
Franklin, Madison, Union, Champaign, Logan, Shelby, 
Auglaize, Harden, Allen, Mercer and Van Wert, to a point 
on the Indiana state line near Willshire. The capital stock 
is to be $1,000,000; the distance is about 220 miles. 


Chicago & Evanston.—This company. which was or- 
omy several years ago, has begun proceedings to con- 
emn lands needed for its proposed suburban line from 
Chicago to Evanston. 


Chicago, Milwaukee & St. Paul.—Surveys are be- 
ing made for a branch from Lone Rock, Wis., on the Prairie 
du Chien Division, along the line of Otter Creek by Linden 
to Mineral Point. The distance is about 23 miles. 

A contract has been let for the construction of extensive 
car shops in Milwaukee, which will cost nearly $250,000. 
It is expected that these shops will be large enough to 
build all the new cars needed by the company. 


Chicago & Northwestern.—This company will shortly 
change the gauge of its lines from Galena to Lancaster and 
Woodman trom 3 ft. to the standard 4 ft. 84 in. gauge. 
These lines are the gid Galena & Wisconsin and the Chicago 
& Tomah roads, which the company bought last year. 


Chicago & Western Indiana Belt.—A bill has been 
filed in the Circuit Court in Chicago by the Chicago, Bur- 
lington & Quincy Company, to enjoin this company from 
crossing its tracks near Twenty-sixth street in Chicago. It 
is claimed that the defendant company has taken no steps 
toward acquiring the right to cross. 


Concord.—A bill providing for the purchase of ,the Con- 
cord Railroad by the state, under a section of the original 
charter, has been killed in the New Hampshire Legislature 
by an indefinite postponement. 

This company has about completed a spur one mile long, 
from East Epping, N. H., to the grounds of the Hedding 
Camp Meeting Association. 


Denver & Rio Grande.—The Gunnison Division is now 





completed to Gunnison, Col., 28 miles west from the late 
terminus at Sargents, 71 miles from the main line at Arkan- 
sas station and 288 miles from Denver. Gunnison is the 
centre of a large mining district. 


, 

Detroit, Mackinac & Marquette.—On the western 
end of this road track is now laid for 40 miles from Mar- 
quette, Mich., eastward. The Governor of the state has 
been notified that a second section of 20 miles is ready for 
inspection. 


East Texas.—This company has filed amended articles 
changing its name from the East Texas to the Sabine & 
East Texas Company, and providing for a branch to |.ogans- 


port on the Sabine from some point in Nachitoches County. 


Erie & New England Express Co.—This recently or- 
as company is to do an express business over the Fit-h- 

urg Railroad, the Boston, Hoosac Tunnel & Western, and 
the Deleware & Hudson, to a connection with the Erie, form- 
ing, indeed, the Erie’s New Eugland express connection. 
In Boston the office will be at Lee & Shepard’s old stand, 
corner of Hawley and Franklin streets. It will begin to do 
business Sept. 1. 


Escanaba & St. Paul.—This company has been or- 
ganized to build a railroad from Escanaba, Mich., into and 
across Wisconsin to St. Paul, Minn. The capital stock is 
$3,000,000. The incorporators are Walter Brown, Willis 
Hand, W.S. Hutton and Wm. Houghton, all of Phillips, 
Price County, Wis., and C. E. Russell, of Nelsville, Wis. 


Eureka & Colorado River.—Work has been_begun 
on the grading of this road, which is to extend from Eureka, 
Nev., eastward to the Colorado River. The intention is to 
build eastward into Utah, and to make a connection with 
o Denver & Rio Grande’s proposed extension to Salt 

ake, i 


Evansville & Terre Haute.—A mortgage executed by 
this company tothe Farmers’ Loan & Trust Comvany of 
New York, to secure bonds to the amount of $3,500,000, bas 
been put on record. The existing bonded debt is $1,150,000. 


Florida & Alabama Northern.—This company has 
been organized to build a railroad from Guntersville, Ala., 
on the Tennessee River, southward to the Florida line near 
the Chattahoochee. The proposed line is by Gadsden, 
Oxford, Dadeville, Chehaw and Troy. It is to be a narrow- 
gauge road, and will be about 260 miles long. 


Genesee Valley.—A suit has been begun in the New 
York Supreme Cour: by George P. Draper, a stockholder, to 
determine which of the two contesting boards of directors is 
the legal board An injunction against all the parties 
claiming to be directors is asked for, and the Courtis pe- 
titioned to decid2 who may claim to be lezal directors of the 
corporation. 


Green Bay, Stevens Point & Northern.—This com- 
pany has been organized to build a branch from the Green 
Bay, Winona & St. Paul road at Plover, Wis., to Stevens 
Point, 514 miles. 

Greenville & Laurens.—Tuie ivcorporators of this com- 
pany met at Greenville, S. C., Aug. 5, and completed the 
organization by electing a president and board of directors, 
It was reported that the city of Greenville had subscribed 
$25,000 to the stock, the county of Greenville 850,000, and 
the county of Laurens $75,000. The proposed line is from 
Laurens, 8. C., northwest to Greenville, about 35 miles; it 
is about half way between the Columbia & Greenville and 
the Spartanburg, Union & Columbia roads. 


Highland Junction.—This company bas filed articles 
of incorporation to build a railroad from the New York & 
New England at Matteawan, N. Y., to a connection with the 
Newburg Branch of the New York, Lake Erie & Western, 
near Cornwall. The line is about 10 miles long, and in- 
cludes a suspension bridge over the Hudson Kiver at the 
Storm King Mountain. It is a revival of the old project of 
a bridge over the Hudson in the Highlands, where the river 
is narrow and the banks high. . 


Houston, East & West Texas.—It is reported from 
Houston, Tex., that Mr. Paul Bremond, the owner of this 
road, has offered to sell it t» the Guif, Colorado & Santa Fe 
Company for $2,000,000, It is also said that the offer has 
been accepted, provided Mr. Bremont will take one-half the 
amount in stock. The road is of 8 ft. gauge, and is com- 
pleted about 100 miles from Houston. 


Houston & Texas Central.—A mortgage for $18,000, 
000 on the Texas Central extension of this road bas been 
executed and puton record. It covers the road completed 
and projected from Ross, Tex., to Albany in Shackelford 
County ; also projected branches from Whitney to Texar- 
kana and to the Red River. 


Illinois Central.—This company’s statement for July 
shows the earnings on its lines as follows: 


1881. 1880. Ine. or Dee. P.c. 
rere $548,936.00 $587,.32.40 D. $58,796.40 6.6 
In Iowa (leased lines) 168,158.00 136,362.58 I. 31,795.42 23.4 








Total..............$717,094.00 $724,094.98 D, $7,000.98 0.9 

During July, 1881, the land sales were 1,030.34 acres for 
$5,709.69, and the cash collected on land contracts was 
$7,759.87. 


Illinois Midland.—The striking trainmen on this road 
received the back pay due them and resumed work on 
Aug. 8, after all freight traffic had been suspended for a 
week, 


International & Great Northern. — Work is progress- 
ing steadily on the Laredo Extension, and the track is now 
laid to Pearsall, Tex., 68 miles westward from San Antonio 
and 24 miles beyond the point last noted. 


Joliet, Rockford & Northern.—This company has 
filed articles of incorporation to build a railroad from Joliet, 
Ill., west to Sheridan and thence north to Rockford, about 
85 miles in all. The corporators are L. 0, Goddard, J. L. 
Lathrop, T. J. Potter, E. P. Ripley and H. W. Weiss; several 
of them are connected with the Chicago, Burlington & 
Quincy. 

Kansas City & Memphis.—It is again reported that 
a have been made to complete this old half- 
graded road from Westport, Mo., to the Rich Hill coal fields. 


Lake Superior & Dakota.—This company has filed 
articles of incorporation to build a railroad from Duluth, 
Minn., to the Red River, north of the Northern Pacific: also 
from Duluth east to the Wisconsin state line. 


Long Island City & Flushing.—This company has 
been organized by the bondholders who bought the old 
Flushing & North Side Railroad at foreclosure sale some 
time since. The Long Island Railroad Company has con- 
tinued to work the road, anda lease for 50 years to that 
company has been executed by the new company. 


Louisville, New Albany & Chicago.—The consoli- 
dation of this company and the Chicago & Indianapolis Air 
Line has been completed, by the terms of which the capital 
stock of the new company is fixed at $5,000,000, of which 
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the stockholders of this company are entitled to receive 
$3,450,000, being an increase of 15 per cent., in order to 

ualize the values of the respective companies. Notice is 
een that the transfer-books of this company will be closed 
at the close of business on Aug. 31, and stockholders of 
record of that date will receive certificates of stock of the 
new company, with the 15 per cent. increase, upon surrender 
of their old certificates. 


Loveland Pass.—This company has been organized to 
build a short railroad from Georgetown, Col., to Dillon. it 
will very much shorten the railroad route from Denver to 
many mining towns in the Rocky Mountain region. It will 
include a tunnel some 3,500 ft. long under the Loveland 
Pass, which is expected to cut some rich mineral lodes. It 
is proposed to build the tunnel for double track, to lay one 
track of standard and one of 3-ft. gauge, and to hold 
the road open for the use of any line wishing to make con- 
nections over it, on payment of tolls for its use. 


McGregor & Des Moines. —This compan 
ganized to build a narrow-gauge road from McGregor, Ia., 
southeast to Des Moines. It will run through a country 
already well provided with railroads. The line willinclude the 
Iowa Eastern, from Beulah to Elakader, 12 miles, of which 
the company has secured possession. 


Maryland & Delaware Ship Canal.—A dispatch 
from Baltimore says: *‘ The long contemplated scheme of 
shortening the distance from the port of Baltimore to the 
ocean by the building of a canal across the Peninsula of 
Maryland and Delaware is now practically assured. The 
great work will be done with the least possible delay and 
maintained by the aid of foreign capital. The route selected, 
several having been surveyed by the government witha 
view of obtaining Congressional aid, exteading from Chesa- 
peake Bay along the Sassafras River to Dover, where it turns 
almost due north to the headwaters of Blackbird Creek, and 
thence along that stream to the Delaware River. The land 
cut is only — miles, and the estimated cost of the entire 
work is $8,000,000. 

“The canal will be built under the charter of the Mary- 
land & Delaware Ship Canal rey pe which provides that 
the rate of tolls shall not exceed 20 cents per ton. The com- 
pany will issue $4,000,000 of bonds, all of which have been 
subscribed for abroad, and $4,000,000 stock, all bearing 6 

r cent. interest. Two millions of the stock has been taken 

y Paris bankers, and the remaining $2,000,000 will be held 
by New York capitalists and disposed of as necessity 
requires. The canal will be 120 feet wide, with a uniform 
depth of 26 feet, and it is estimated that the work can be 
completed in about eighteen months.” 


Memphis, Selma & Brunswick.—This company, as 
reorganized and controlled by the Alabama Great Southern, 
is making arrangements to begin work on the line from 
Memphis, Tenn., to Columbus, Miss., and also on the section 
from Greensboro, Ala., to Eutaw. 


Monongahela East Shore.— This company has filed 
articles of incorporation in Pennsylvania to build a railroad 
from a point on the Monongahela River, opposite McKees- 
port, at the mouth of the Youghiogheny, up the Monongahela 
po wa West Virginia state line. The distance is about 80 
tuiles. 

Mt. Vernon & New Harmony.—This company has 
been organized to build a railroad from Mt. Vernon, Ind., 
on the St. Louis Division of the Louisville & Nashville, north 
to New Harmony on the Wabash, a distance of 15 miles. 
Stock subscriptions to the amount of $40,000 have been 
secured. 


has been or- 


Nashville, Chattanooga & St. Louis.—It is said that 
an agreement has been concluded between the Louisville and 
Nashville Ccmpany, which owns a majority of the stock, and 
representatives of the minority stockholders. Under this 
agreement the suits begun on behalf of the minority stock- 
holders are to be withdrawn, and in return they are to have 
a representation of three directors inthe board. A dividend 

_ of 3 per cent. will also be paid in October. 


New Bonds.—New issues of bonds are offered on the mar- 
ket as follows: 
The St. Paul & Duluth Company will receive proposals ad- 
‘dressed to Wm. H. Rhawn, President, at the National Bank 
‘of the Republic in Philadelphia, untilAug. 15, for all or any 
} pes of an issue of $1,000,000 new 5 per cent. *first-mortgage 
\bonds, having 50 years torun. These will be the only bonded 
«debt. No bid for less than par and interest will be accepted, 
— — for 5 per cent. of the amount must accompany 
each bid. 


New York, Chicago & St. Louis. — This company 
has bought the Rocky River road in Cleveland, O., as noted 
elsewhere. 

Articles of incorporation of this company in Illinois have 
been filed. The corhpany is to build the branch line to St. 
Louis. Its capital stock is to be $4,000,000, 


New York & Connecticut.—The Connecticut Railroad 
Commissioners have decided that the organization of this 
company is imperfect, and that in the location of the road 
the law has not been complied with, no attempt having been 
mae to secure consent to the grade crossings, or the consent 
of owners of property. The location is, therefore, not ap- 
proved, but an amended petition may be filed when the 
requirements of the law have been met. 


New York, Lake Erie & Western.--It will be remem- 
bered that under the Watson Administration this company 
became owner of a large tract of bituminous coal lands in 
Elk and Jefferson counties in Pennsylvania. The outlet of 
these lands is over a road tive miles long, which connects 
with the Philadelphia & Erie. Of these lands and their pro- 
posed new outlet, the American Exchange of Aug. 6 says: 

“The Eric Railway Company, by reason of its ownership 
of nearly the whole of the capital stock of the Buffalo, Brad- 
ford & Pittsburgh Railroad controlsa line of road from Car- 
rollton on its Western Division, 407 miles west of New 
York, to Alton, in McKean County, Pa., 24 miles south 
of Carrollton. From this point it is determined to con- 
struct a first-class railroad southwardly by a direct line 
to the above mentioned coal fields. This line of road was 
located under the direction of Oliver W. Barnes during the 
past year, and has recently been placed under contract for 
construction, and a force of 500 or 600 men is now engaged 
upon the work. The characteristics of this new road 
are something extraordinary. In reaching the mines 
from Alton it encounters the deep and wide valley 
of Kinzua Creek abvut three miles south of Alton, 
necessitating a crossing on an iron viaduct, which 
will be 2,200 feet in length, and 300 feet high above 
the water of Kinzua Creek. After crossing this valley 
the line passes by ascending grades of 45 feet per mile, 
reaching the top of the Allegheny Mountains in a dis- 
tance of two miles, at an elevation of 2.200 feet above 
tide, near Howard Hill, from which point the line follows 
the course of the mountains with easy grade cf 12 feet per 
mile for a distance of four miles, and thence descends into 
the valley of the Clarion, at the rate of 52 feet per mile, to 
pS mee near Johnson , on the Philadelphia & Erie 

3; thence, still following the Clarion Valley, the 





line passes Ridgway and Brockwayville, from whence a 
branch twelve miles in length’ diverges to the company’s 
mines near Kersey, in Elk County. The grades along the 
Clarion are very favorable, not exceeding 12 feet per mile. 
The grades from the mines to the Clarion Creek are all 
descending in the direction which the coal tonnage passes 
over on its way to the market. Ata point near Brockway- 
ville, 54 miles from Alton, a branch is to be constructed, 
eight miles in length, to connect with the Allegheny Valley 
Railroad at Falls Creek station, 126 miles north of Pitts- 
burgh, thus forming a line of intercommunication between 
the system of railroads which centres at Pittsburgh and the 
New York, Lake Erie & Western system. The distance 
from Pittsburgh to Buffalo by this route will be 280 miles. 

* It is the intention of the New York, Lake Erie & Western 
Railroad Company to construct this work in the most thor- 
ough manner. Steel rail track will be laid with broken stone 
ballast, and all the bridges and trestle structures will be of 
iron, The great viaduct across the Kinzua Valley, hereto- 
fore mentioned, is under contract to Messrs. Clark, Reeves 
& Co., of Phoenixville, Pa. No expense will be spared to 
make this, whilst itis the largest work of the kindin the 
world, also one of the strongest and safest. The new road 
is to be built under a specidl charter, granted by the state 
of Pennsylvania some years ago, which is now called the 
New York, Lake Erie & Western Coal & Railroad Com- 
pany. The estimated cost of the road is about $2,500,000. 
It will probably be completed within one year.” 


Northeastern, of Georgia.—At a recent meeting of the 
board it was reported that a considerable force was at work 
between Athens, Ga., and Clarksville on the extension of the 
road. Contracts beyond Clarksville will be let about Sept. 1. 

The board resolved to call in the second-mortgage bonds, 
and to notify holders to present them for payment by Sept. 
18. Also to call in all the stock taken on the upper end of 
the line, between Lula and Rabun Gap. 


North Pacific Coast.—Negotiations are pending for 
the sale of this road to Eastern parties, who are reported to 
be connected with the Oregon Railway & Navigation Com- 
pany. The road extends from Saucelito, on {the north side 
of San Francisco Bay, 74 miles, with a branch 51, miles 
long to San Quentin, also on the bay. It is of 3 ft. gauge. 


Oregonian.—This road was to be turned over to the 
Oregon Railway & Navigation Company on Aug. 1. At that 
date there were 115 miles in operation, from Ray’s Landing 
on the Willamette to Brownsville, Or., 70 miles ; from Day- 
ton to Sheridan, 25 miles, and from Sheridan Junction to 
Monmouth, 20 miles. On the last-named line an extension 
from Dallas to Monmouth, 8 miles, has just been finished. 
Work is nearly done on extension from Dayton to Fulquartz 
Landing, 6 miles ; from Sheridan to Willaminu, 4 miles, and 
from Monmouth to Ayrlie, 11 miles. The extension from 
Ray’s Landing to Portland, 28 miles, is to be finished this 
year. 

. The Oregon Railway & Navigation Company is to pay the 
Oregonian Company a fixed rental of $140,000 a year, or 
about $850 per mile, when the lines are finished. 


Oregon Railway & Navigation Co.—This company’s 
statement for the month of July is as follows: 


Gross earn. Net earn. 








Ocean Division.... $60.400 $15,400 
River Division..... 188,500 95,300 
INE OUMNMIR 5. a0 0s ciescenteas casos 6s 157,600 99,300 

MG sais sacktccanechavoeneaen se eee+ $406,500 $210,000 


The total net earnings in July, 1880, were $154,000, 
showing an increase this year of $56,000, or 36.4 per cent. 

Contracts have been let for the bridge over Snake River, 
from Granger to Texas Ferry. On the Palouse Division 
grading has been finished for 33 miles from Texas Ferry 
northeast, and the contractors are at work at Rebel Flat. 

Grading is actively in progress on the river line between 
Portland, Or., and the Cascades, and contracts have been 
let for all the bridges. Work has also been begun on the 
heavy fill in South Portland. 


Philadelphia & Chester County.—This company 
has executed a mortgage upon its unfinished road to secure 
an issue of $750,000 bonds, to bear 6 per cent. interest. The 
Guarantee, Trust & Safe Deposit Company, of Philadel- 
phia, is trustee. 


Philadelphia & Reading.—This company has just 
completed two cross connections between its branches, the 
object being to make a direct route from Pottsville tu the 
western end of Schuylkill County,which bas heretofore been 
possible only by a very. circuitous line over several branches. 
The connections extend from the People’s Railway at West 
Woods to the Mine Hill Branch, and from the Mine Hill 
Branch to a point on the Tremont Branch. They are each 
about a mile long, and reduce the distance by rail between 
Pottsville and Tremont from nearly 40 to 15 miles. 

A dispatch from London, England, Aug. 5, says: ‘ Mr. 
F. B. Gowen, addressing shareholders of the Philadelphia 
aud Reading Railway to-day, said, if the McCalmonts 
would adopt the deferred bond scheme, he would resign the 
receivership of the road at once, and give bond never to 
stand for the Presidency again, and that he would further 
co-operate with the McCalmonts in selecting a new board of 
directors, His alternative proposition was to buy the shares 
of the McCalmonts at $40 each, stating that, if they refused 
his offers, he would beat them at the next election for presi- 
dent of the company.” 

An official statement of the plan of readjustment was made 
public Aug. 10. It is as follows: 

‘* First—To increase the capital stock of the company 
about one-third, say $13,000, of stock to be placed in the 
treasury for use at par in liquidating indebtedness of the 
company. This is practically an equitable reduction of the 
shareholder’s interest in the property by an indirect assess- 
ment equal to $12.50 pershare. It bears, of course, upon 
all alike, and the additional shares will be used in the pay- 
ment of debts under the readjustment plan. 

** Second—It is <a. to created a general consolidated 
mortgage covering all the property of the Railroad and of 
the Coal & Iron companies, and upon the interest of both 
companies in all other corporations and properties, whether 
owned or controlled by lease or otherwise, the general 
mortgage and the income mortgage being both subject to 
redemption at option of the company. This mortgage will 
be junior to the consolidated mortgaggand to the improve- 
ment mortgage, but it vill contain a‘provision by which, 
as bonds under these senior mortgages shall be retired, ad- 
ditional bonds may be issued under the new mortgage, so 
that eventually it will become a first lien upon all the prop- 
erties of both companies. 

‘*The bonds to be issued under this mortgage are to be of 
two classes: 

‘** Class A—Will carry 44% per cent. interest per annum, 
and will have a prior lien over the others for this interest. 

** Class B—To carry 3 per cent. interest per annum. 

‘The mortgage will provide that holders of the 3 per 
cent. bonds shal] receive from current net revenues applica- 
ble to dividends 11¢ per cent. additional interest before any 
dividend shall be paid on the stock of the company. That 
after that 3 per cent. may be paid on the capital stock of 
the company. Then 1% per cent. additional to be paid to 


— 


the 3 per cent. bondholders, bringing their interest up to 6 
per cent.—it being understood that the interest in excess of 
3.per cent. shall not be cumulative, but isto be paid only 
from current net revenues of the company otherwise applic- 
cable to dividends. 

‘* Both classes of bonds to be issued with coupons payable 
half-yearly, to be subject to registry at the option of the 
holder, and to be secured upon all the property of the com- 

any. They are to be payable 75 years from date; are to 

ave the additional security of a cumulative sinking fund 
equal to one-quarter of 1 per cent. per annum on outstand- 
ing bonds, which amount from and after January, 1885, is 
to be paid to the trustee of the a 

‘Tt is proposed to dispose of enough.of the 444 per cents 
at par to retire the general mortgage and the income mort- 
gage, the general mortgage scrip, the receivers’ indebtedness, 
and the floating indebtedness of both companies secured by 
collaterals, and also for such reduction of the consolidated 
and improvement and underlying mortgages as can be made 
under their several sinking funds. They will also be used in 
exchange for, or to provide for the purchase of such prior 
liens on leased or other properties as it shall be for the in- 
terest of the company to take up. 

“The 3 per cent. bonds are to be used in exchange for de- 
benture and convertible loans, and for the outstanding scrip 
issued for accretions of interest upon thein; to secure a re- 
duction of indebtedness of leased properties; and for such 
other debts as can be satisfied with that class of security. 

‘“As the various issues of bonds have different market 
values, it is proposed in such exchanges to equalize these 
valuations when necessary, by placing one or more shares of 
the capita] stock at par with a 3 per cent. bond at a discount, 
each creditor to receive at leest the face value of his debt in 
3 per cent. bonds. 

“The debenture, convertible, guaranteed and other obli- 
gations so received in exchange will, of course, be held by 
the trustees of the new mortgage as additional security, to 
protect the new bonds, until all contemplated exchanges 
shall have been made, and tbe liens satisfied of record. This 
will fully protect the rights of all parties making the ex- 
change, without impairing their present legal status as 
creditors of the corporation. 

“There are four distinctive features in this plan that 
would seem to commend it to the creditors of the company: 

‘*First—The increase of capital stock is, in its effect, a 
relinguishment by shareholders for the benefit of creditors, 
of a proportionate interest in the property, and as these 
shares shal! become distributed, the creditors will to such an 
extent have an interest in the appreciation in value of the 
properties of the company, and in any increase of its reve 
nues. 

‘*Second—Each creditor will receive the face value of his 
at present unsecured debt, that is now liable to be scaled, or 
wiped out entirely in case of a foreclosure of prior liens, in 
a new bond, that is less likely to be injured in case of the 
maturity of older issues, or from a foreclosure of prior 
mortgages, the new bond to draw at least 3 per cent. inter- 
est per annum, which is all the company can pay at the pres- 
ent time, and perhaps for two or three years to come. 
Meanwhile, if the net revenues shall increase, so that 
dividends can be paid on the share capital, he will par- 
ticipate in such dividends on any stock he shall acquire 
under the adjustment, and willalso receive from the net 
revenues of the compaay, otherwise applicable to dividends, 
3 per cent. per annum of additional interest on his holdings 
of 3 per cent. bonds, as provided under the adjustment 
plan—11¢ per cent. before any dividend is paid on the share 
capital, and 11 per cent. after a dividend of 3 per cent. 
shall be paid on the stock of the company—this additional 
interest not to be cumulative. 

‘‘Third—-The plan vests with the trustee of the new mort- 
gage, for the benefit of all parties making an exchange of 
securities under the proposed readjustment plan, all the 
present security of their old obligations, as it will place the 
original securities in possession of the trustees, whose duty it 
will be to preserve the lien of each class of indebtedness, and 
to take prompt action, when necessary, to protect the trust. 

‘* Fourth—The payment of obligations described in Class 
C will vest at once in the trustee the liens of the general 
mortgage and of the income mortgage, and will also in ad- 
dition place them in actual possession of more than $32,- 
500,000, par value of stocks and bonds now pledged as col- 
lateral for the floating indebtedness—a security more than 
ample to protect the new 41¢ per cent. bonds required to be 
issued under the new mortgage. 

“The foregoing plan for a financial reudjustment of the 
Philadelphia & Reading Railroad Company and the Phila- 
delphia & Reading Coal & Iron Company is submitted to the 
shareholders and creditors in interest, with a full belief in its 
eatire practicability, and as best adapted to relieve both com- 
panies from present embarrassment, and to place them on a 
sound financial basis.” 


Pittsburgh Junction.—This company has filed arti- 
cles of incorporation to build a railroad from the Pittsburgh 
& Western at Bennett Station across the Allegheny River 
and by Two Mile and Four Mile runs to a point on the Mo- 
nongahela near Laughlin Furnace where it will connect with 
the Baltimore & Ohio. The distance is about six miles, and 
the capital stock is $360,000, The line includes a tunnel 
about 3,000 ft. long. Work will be begun as soon as the 
~ vamaaaeiel permission can be secured from the City Coun- 
cil. 

Rocky River.—The owners of this road have sold it to 
the New York, Chicago & St. Louis Company, and will 

ive possession Sept. 1. The price paid for it is not stated. 
t is a short suburban line running out of Cleveland, O., to 
Rocky River, and is 514 miles long. 


St. Joseph Valley.—Track is now all laid on this nar- 
row-gauge road, and the first trains ran over it Aug. 3. It 
is 10 miles long, extending from Buchanan, Mich., on the 
Michigan Central, north to Berrien Springs. Regular 
trains will be put on next week. 


St. Louis & Eastern.—This company has_been organ- 
ized to build a railroad from East St. Louis, IIl., northeast 
to a point near Litchfield, about 50 miles. The corporators 
are H. W. Beckwith, Danville, Ill.; W. H. A. Brown, C. C. 
Farland, F. G. Tibbetts, Robert Wallace, Chicago; Malcolm 
Peters, Philadelphia. 


St. Louis, Jerseyville & Springfield.—The stock- 
holders of this company have ratified the lease of their prop- 
erty to the Wabash, St. Louis & Pacific Company. e 
lease is a perpetual one, and the lessee agrees to complete 
the road from Springfield, Ill., by Jerseyville to Grafton as 
soon as possible. It will be about 70 miles long, and will be 
connected with the lessee’s road at St. Charles, Mo., by a 
branch of 14 miles from St. Charles to the Mississippi 
opposite Grafton. 


South Florida.—This company has concluded an agree- 
ment with Mr. Disston and others, of Philadelphia, who 
have purchased a great tract of land in Central Florida. 
This company agrees to extend its road from Orlando to 
Tampa Bay in three years, at least 80 miles to be built in:18 
months. It is to receive the right of way free, and also one- 





half of the locations for towns and stations that may be 
selected along the line. 
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Springfield & St. Louis.—This com 
articles of incorporation to build a rai 


and close to existing lines. 


Syracuse, Chenango & New York.—The New York Su“ 
the receiver of 
The Court has also 
ordered an election for directors to be held, on the ground 
that there is now no legal board, all the directors but one 


preme Court has denied motions to discha 
this road and set aside the order of sale. 


heving | 
selling their stock. 


Texas & Pacific.—This company has accepted 50 miles 
' ision west of the present ter- 


of track on the Rio Grande Di 


ny has filed 
from Spring- 
field, Ill., to East St. Louis. It will be everywhere parallel 


legally incapacitated themselves from acting by 


year ending June 30, 1881, in advance of the publication of 
the full annual report. 
. The earningsfor the year were as follows: 

1880-81. 1879-80. Inc. or Dec. P. ¢ 
Gross earnings. .$2,377,817.04 $2,284.615.69 I. $93,201.35 4 
Expen 


201.35 4.1 
BES... 1,562,486.16 — 1,459,649.88 I. 102,836.28 7.0 





Net earnings... $815,330.88 $824,965.81 D. $9,634.93 1.2 
Gross earni 
per mile... .. 4,699.24 4,515.05 IL. 184.19 4.1 
Net earnings pe 
SE re 1,611.33 1,630.37 D. 19.04 1.2 
Per cent: of ex- 
Serer 65.71 63.89 I. 1.83 .... 


The increase in expenses was greater than that in gross 








The profit on operation of the leased lines showed an in- 
crease fast year of no less than $930,678, as shown in detail 
below. The total revenue showed an increase of $950,254. 
The losses on leased lines showed some decrease, and the net 
income a gain of $1,023,832. This change was largely due 
tothe improvement in busimess of the leased lines. The 
dividend of 4 per cent. for the year was the first paid. The 
leased lines show generally u considerable gain in business, 
and also an increase in expenses, as was to be expected. 
TRAFFIC. 


The passenger traffic of the leased lines for the year was us 
follows: 


—-~-Per pass. per-— 
mile. 














minal station at Carson, Tex. This brings the end of the | earnings, showing a small decrease in the net result. a 1 Gross. Net. 

track toa point 402 miles west of Dallasand 622 miles from income statement is as follows: Pitts., Ft. Wayne & 

Texarkana. Belance, June DS sch 5s 581 RAG b4)i Joo 0 aoede $15,605.81 caeeeme te tteeeeeees = yey 104,987.33) 2.16 cts. ass cts 
RRB hy he Bes. conee 2,254,: 478 2.23 * ; 

Texas & St. Louis.—Track is now all laid on the exten- |” i th a ne en é nets | ORO WE Y....... 121.956 1,231,306 311 “* 1.05 “ 
sion from Corsicana; Tex., to Waco, and regular trains be- i aie hind shoe | cere ake 1 Se eee 105,464 = 1,055,331 3.24 “ 0.19 
gan on Aug. 8 to run through to Waco, which is 266 miles | Interest on first-mortgage bonds................-..... 420,000.00 | Lawrence 39,872 401,650 2.75 “92.02 | 
from the northeastern terminus at Texarkana. The bridge ‘ Sed pe ye a 69 fee ce eed “ 
over the Brazos at Waco is now being built, and grading is Balance applicable to interest on debentures.... $410,796.69 4 ~—— ve mae 127.670 3'621,680 n1D * °O} 5 aA 
in progress on 42 miles of the line southwest from that! From this balanc2 the board has resolved to pay 7 per | Northwestern Ohio.. 103,158  2%237,945 2.68 “ *1.02 “ 
point. P ; cent. on the first-preferred debentures, which will require sesesserceces es 8725 1,060,199 2.74 80.446 “ 

Surveys are being made for the propos2d branch;¢to Dallas, 1,000, and 2 per cent. on the second-preferred deben-| Ashtabula & Pitts... 76.905 1 0G2, 702 2.69 “ #119 * 
and work is to be begun as soon as the location is finished. tures, which will require $37,000. This will make $408,000 en 8 ae x = -- —2 : pp we 1. ea 

Toledo, Aun Arbor & Grand Trunk.—On the ex- | in all, leaving a balance of $2,796.69 to be carried to income | OR Seaategens "695.479 16,624524 264° oO.B2 “ 
tension of this road to Pontiac track is now laid to South | &ccount. ' Jeff, Mad. &Ind.... 770.206 15.165. 5s 2.74 - 0.58 ' 
Lyon, Mich., 18 miles north by east from the late terminus A gins se sees sees 48.332 12,207,788 2.92 °° ae 
at Ann Arbor. Work is well advanced on the 22 miles from Pennsylvania Company. a My aeneeS.... at sees eas oat “ 
South Lyon to Pontiac. This company operates the lines of the Pennsylvania Rail- ; a a a nar 

Union Pacific.—Surveys have been made for an exten- | road Company west of Pittsburgh; it is wholly owned and b> 5g all lines. rotted “ : ton ste sees see eeeeeee 
sion of the St. Paul Branch from St. Paul, Neb., northwest | controlled by that company. The lines directly leased and| es 
to Ord in the Loup Valley, a distance of about 85 miles. | worked, whose operations are r= in the company’s re-| * Logs 
Work will soon be began on the branch. port for the year ending Dec. 31, 1880, ure as follows : The total i : ted 17,64 

) e totalincrease in pissenzers carried was 17. per 

Vernon, Greensbure & Rushville.—Track on the Pittsburzh, Ft. W Miles. cent.: in p ger miles, 10.94 per t. The i i 

. “ ; . 4 b . Ft. Wayne & Chieago..................c cece eee ees 468 »; in passenge. miles, 1U.472 per cent, e increase in 
a = —- sence — wt oa on a es New nth a bute Wey... 13 | Passenger tiles = the ——-. ct ree & — 4 
, mak NE rn tas Teen sse khd need o0XnWetihesseaeaal 22 | was 20.7 r cent. ; on the Clevelan i urgh, 8.7 
37 mileslong from the southern terminus at North Vernon. | frie & Pittsburgh.................22. ceeceeee cee ceeeeeeeeeees 100 | per cent. ; an the Jeffersonville, Madison & Indianapol's, 
About eight miles more are needed to finish the road to | Cleveland& Pittsburgh...........  ...-.-.- --seeesceee se ees 225 23.62 per cent. 
Race thE RR 36 | The freight tratti> for the yoar was as follows : 

Water Gap & Schuylkill.—Surveys have been finished | Jeffersonville, Madison & Indianapolis.... ..... ........-.. 186 ; —Per ton per mile— 
for this road from Pottsville, Pa., to the Water Gap, where | Indianapolis & Vincennes................. 6-625 6 ceeeeeees 117 Pitts. Ft. W.2 — ~ . og on ae Gress, on. 
connection will be_made with the New York, Susquehanna Total 72s1|. 1870... Remaee © B0R0st2eU O76" Ose 
& Western. The Pottsville City Council has granted per- ‘ stent enews - . we seeeee ag eeeeesesnees eS eee e ewww erases baw New Cas. & B Vv. : 1225,345 13,008.425 1.87 a 121 - 
mission to build the railroad through certain streets in that The Pittsburgh, Cincinsati & St. Louis controlled line ~ ela 1.012367 11.598.792 188" OBR“ 
city. makes a separate report for its own and leased lines : other | Lawrence ........... 682,90 9.915.163 1.69 0.87 “ 

West Virginia Central & Pittsburgh.—At a meet- = and guaranteed lines are also reported for sepa- a ve saase= ree +>s ey in * oo” 
, — , on. 7 > ER Eas 95,06 109“ 0.26% 
ing held in Baltimore, Aug. 4, the directors voted to author- a 4 : : 1870. ‘ 2 Hs sesheee:  Saae 11 "33° 
ize the letting of a contract for the grading of 50 miles of oe ae Union A, ad ee ——— -" and also Nesthwestern Ohio. 298,748 Los . 1 3 
the road from its present terminus at Elk Garden, W. Va. | 8 : Agee se: es 2d Ii Spemieggeat 239,727 BL *0,08 

4 ’ The company owns no railroad directly, its property . pj . “ oO 
It was also resolved to have a line surveyed tothe south- A Ff : : inf ses , Ashtabula & Pitts... 46:3,900 21 0.48 * 
eastern boundary of the state, to connect with one of the being entirely in equipment, it securities of leased and con- — 439.682 01” 035" 
onde noite te Mithenend, Tha Pestdeiienntinnend thet trolled lines and in leasehold interests in the various roads. | Cleve. & Pitts... ... 1,969,230 23° 0.61 ° 
hi : $ } iroen the cal Elk Gard 1d bee The general account on Dec. 31 was as follows : eee 1,810,187 14“ 0.55 * 
shipments of coal from the mines at arden wou | Paes Jeff. Mad. & ind... 1'988'669 ‘40 O38 “ 
about Oct. 1 next. Cantal oat ales a teaea capaattaneta te enenets $19,000,008 +4 Seepage 1.759.949 ‘47° ORT 
. 2 . udgment 6 per cent. bonds (debentures).......... 5,000,000. > Vine s... 78.47 ‘60 ‘ 

Xenia & Toledo.—It is proposed to build a narrow- Registeied 6 per cenis, secured by P., €.W.& CO Sn Tse SB O48 

gauge road frem Xenia, O., northwes iqua an ng die... SA SRR Es Sr ee %,200,000.00 : saidinks am 


to Versailles, to connect with the Toledo, Delphos & Burling- 
ton road. The distance is about 50 miles. 


Yuma, Port Isabel & Guaymas.—tThi: company has | 
been organized to build a railroad from the boundary line 
between Arizona and the state of Sonora, Mexico, to Port 
Isabel at the mouth of the Colorado River, and thence 
through the state of Sonora to Guaymas, with branches to 


Due lessor companies for supplies 
Due other companies... .............066 0 cee ceee cece 
Due for current expenses, operating leased lines . . 
Misce’laneous liabilities........... 2... cc... ee cee 
Interest due and unpaid on registered bonds.. .... 

= = judgment bonds...... ; 
Reserved fund, leased roads.................0....5. 
Balance to cr: dit of profit and loss 


831,851.58 
1,002,523.71 


Total, alllines. 11,399,609 1,161,660,426 
1879....... 10,528. 287 1,136,290,329 

The total increase in tons moved was 8.28 per cent.; in 
ton-miles, 2.23 per cent. The increase in freight was not 
so large or so uniform as that in passenger traffic. The in- 
crease in the rate per ton per mile on the lines carrying 


150,000 00 
1.6: 5,880.35 
a through traffic is very marked. 


coal and other mines. The total length of the road to be , Re eee hen Peet $28.954,140.42 | The operations of the leased lines more in detail were as 
built is about 400 miles. At the boundary line connection | Securities............ ......-....e0 $15,921,641 .:26 follows: 
is to be made with a branch which the Southern Pacific 1s lao et oe eee iris 0 PITTSBURGH, FT. WAYNE & CHICAGO. 
. 2. 7. 4 Zon | BAPUIDTMIOCM y. ww ccc c wees ccre rece sccece ws ‘. 
a The company has been organized in Sree 711,731.64 The earnings and exyenses of this road were as follows : 


esta 
Union Line pro; 























perty............. :  2,606'304.03 ' s ; ‘ 
Zanesville & Eastern Ohio.—It is proposed to or- | Due for betterments to leas2droads 1,103,819.08 Freicht 37 on ake 08 36 ols ate 55 eae =. “a 

; 4 - ; bo oe - a TE 395,452.08 $6,066,593.55 I. $328,858.53 21. 
ganize a company to build a railroad from Zanesville, O., | Due by other companies..... ...... 1,357,438 .45 Passenger ..... 2.248,899.89 | 1,922,806.98 I. ~ 326,092.91 17.0 
eastward to Pt. Pleasant, the termiuus of the Eastern Ohio —— —, agents........ ...... 163,188.28 Sa rstes cs 452,468.02 462,982.37 D. 10,514.35 23 
road. The distance is about 20 miles. eg «AT lene 192'592 96 ——  -—_—_____. __. 

Cash” ANeOUS Assets................ 1.286 438 54 Total....... $10,096,819.99 $8,452,382.90 I. $1,644,437.09 19.5 
Bee meme eee wee eeet seeesenare . OD, . soc s ¢ 550 8S (a ” ~ 46 - ‘ 
ANNUAL REPORTS. Advanced to pay Grand Rap. & Ind. st: ates Expenses...... 5,318,559.25 4,501,128.80 1. 817,430.45 18.2 
—_— COMPOUR: -. » 2000-0 +> so ov anor cence 37,502.02 Net earn.....$4,778,260.74 $3,951,254.10 I. $827,006.64 20.9 
The following is an index to the reports of companies er. Henson seal estate, C.. 48.485.87 Cleve. & Pitts., ‘ , : 

. * . . e Veccceeeenccccece seee sesee . . R245 ee « or Ge “02 99° 
ween oe yet “ree he previous numbers of this vol- | Sinking fund for registered bonds. 299,000.00 jointearn .. 345,830.30 231,1536.28 L 114, 703.02 49.6 
ume of the Railroad Gazette : ee See le Net bal .....$4,432,421.44 $3,720,117.82 I, $712,303.62 19.2 

, Page. -yeediyge <a Pog eee eae to a 21,708.27 Rental........ 2,842,878.29 § 2.797,751.00 I. 45,127.29 1.6 
Alaboma Greet Southere. .. ant 4 Sinking fund for leased roads.... .. 1,655,889 .35 
Char sd ccmamenand > 4 € - Pa vs - —_ —o_ 
Atchison, Topeka & Banta Fe .. 237 bates ; 26,954,140.42 Profit...... .$1,589,543.15 $925,366.82 I. $667,176.33 72.3 
Baltimore & Hanover... .«..... 48 The sinking funds for leased roads include $511,875 for : 
Baltimore & Potomac...... ... 315 Pittsburgh, Ft. Wayne & Chicago first mortgage; $503,100| ,The balance due for betterments on this road at the end 
Concord & Montreal... 315 ' . , 





ex 


Hoosac Tun. & West.. 1 





for second mortgage of same road; $395,03% Cleveland & 
Pittsburgh consolidated mortgage; $123,396.68 construc- 
tion and equipment bonds of same road, and $122,485.67 
Jeffersonville, Madison & Indianapolis first mortgage. 


of 1879 was $461,649.43 : 


nded during the year, 


$939,362.08, chiefly for the new depot in Chicago; received 
ov account (in special stock), $441,600, leaving $959,411.51 
due lessee at the end of 1880. 


During the year $9,000,000 of the capital stock had been 
issued by the company an.1 $8,000,000 of preferred stock 
withdrawn; $1,400,000 of the debentures or judgment 
bonds were paid off. Since the close of the year $8,00U,000 
1 | additional stock and $10,000,000 new 414 per cent. bonds 
2 | have been issued; these changes are shown in detail below. 

The income account for the year was as follows : 


The sum of $104,100 was contributed to the sinking 
funds. The trustees have now redeemed $2,454,000 in 
bonds, and hold $399,813.33 in cash. 

This line gained largely in local traffic, both passenger 
and freight. The expenses were increased by greater cost 
of labor and materials. There were 4,128 tons steel rails 
and 357,859 new ties laid. Some new sidings were built, 
many new culverts put in, and much ballasting done. 











- ‘ — —~ Five 
ee ee. a eed new engines were bought and 17 built to renew old ones. 
Received for real estat>............ ....6. cece 41,500.01 | The chief improvement was the new passenger depot in 
29 EE chan tsk Cussnsssuds neceoeacr 15.707.97 | Chicago and the arrangement of the freight vards there. 
Profits on lea roads 







The tonnage gain was chiefly in coal and coke, grain and 


Pitts., Ft. Wayne & Chicago .. iron ore showing a decrease. 


...-B1,589,543.15 
New Castle & Beaver Valley. * 


71,226 63 
NEW CASTLE & BEAVER VALLEY. 
The operations of this road were as follows : 





1,975,016.71 | 


















































Dividends on stocks... ....... ....... $297,854.00 | (880. 1879. Inc. or Dec.» P.¢ 
Interest on bonds ..... ...-.....--. 05 228,537.42 | Gross earnings. ...$325,783.19 $257.615.11 I. $67,968.08 26.4 
28 | general accounts ... ..... 51,305.81 577,697.23 | EXPEMSES---- ------ 124,243 27 154,202.53 D. 29,959.26 16.8 
_— 577,697. ——a ener aus queue 
L| ——— | Net earnings. ..$201,539.92 $103,612.58 I. $97,927.34 94.5 
EE LE Te ee ee ee $3,401,439.64 Sates vetoes 130'213.29 319605 I 2 
al son lea —_ 7 ee es 0,01 a 103,126.05 1, 27,187.24 26.4 
e WINS 155i <Ssb00ascceddsve 242,819.31 = +|$§|  Netprofit...... 71,226.63 86.53 I. $70. 
Indianapolis & Vincennes... |_|... 148,583.79 (° Seee....« ae nee & TEN 
60 | Massillon & Cleveland, controlled ..... 5,365.25 | The decrease in expenses was chiefly in maintenance of 
Cin., Rich. & Ft. Wayne, advances.... 24,384.87 way. a _ ~ ed all ~_ in oo and in good condition, 
So except that the bri ge over the Mahoning must soon be re- 
I son” tnd domi onneees $421,153.22 ced. The rental is 40 per cent. of : 
Expenses Proprietary Department.... 64,602.25 newed. © Fens ent. OF gruss carnings. 
Inte registered bonds .......-.. 180,397.10 _ Local tonnage inc here was a loss in tonnage of 
aes doventares Sl eS Fae 358,800. iron ore, but a gain in coal, coke and limestone, 
ze | ——e— | SAD AER LAWRENCE. 
~ nt ipeome. pacvae sinennezenncsubvnns wees: 08,570, 087.07 The statement for this road is as follows: 
| nd, DDL « schnscadubeulbseseuseseedace ’ Y . 
| Dividend, 4 per act 1880. 1879. Inc. or Dec. P. ¢. 
Balance to profit and loss...................... $1,896,487.07 | Gross earnings..... $185,333.01 $173,452.48 I. $11,880.53 6.9 
Profit onsale of securities... ......... ....00.0..005 132,425.86 | Expenses........... 104,331.33 95,377.59 I. 8,953.74 9.4 
Balance, Dec, 31, 1879............. 0 vevseeceesees 1,212.196.26 ——— — — 
iin Net earn.......... $81,001.68  $78.074.89 I. $2,926.79 3.8 
ee thal rake a ead, Dake cka hak gente pian $3,241,109.19 | Rental.............. 74,133.20 69,380.09 I. 4,752.21 6.9 
Carried to reserve fund, sinking funds —— ee 
peibial es leased roads....... ......... < Ce $183,456.00 Net profit. ....... $6,868.48 $8,693.90 D. $1,825.42 21.0 
Mobile & Ohio. Westiegy aaron nage :..... une. 70 188.785.70| The rental is 40 per cent. of gross earnings. This road 
--— —__________ | gained in coal and coke but lost in ore and iron. The iron 
This company makes the following brief statement for the Balance of profit and loss, Dec. 31, 1880... .. $3,052,323.49 | rails on part of the road need renewal soon, 
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ERIE & PITTSBURGH. 
The report for this road for the year was as follows: 
1880. 























1879. Inc. or Dec. P.c. 

Gross earvings.... $631,992.35 $588,153.01 I. $43,839.34 7.5 
Expenses.......... 468,910.45 413,056.96 I. 55,862.49 13.5 
Net earnings.... $163,072.90 $175.096.05. D. $12,023.15 6.9 
Rental...... 405,892.21 407,749.12 D. 1,856.91 0.4 
BBs i csiees Sacn $243,819.31 $232,653.07 I. $10,166.24 4.4 
There was an increase in merchandise and ore, but a loss 


in coal. There are now 25 miles laid in steel, and the rest 
of road is in fair condition. One large trestle needs 
renewal. 

ASHTABULA & PITTSBURGH. 


The report for this road is as follows : 





1881. 1880. Increase. P.c. 

Gross earnings... .. $282,613.63 $252,604.08 $30,039.55 11.9 
Expenses ....... .... 191,168.43 183,625.25 7,545.18 4.1 
Net earnings....... $91,475.20 $68,978.83 $22,496.37 32.6 
Hire of equipment... 7,647.42 4,695.98 2,951.44 62.9 
Net balance........ $83,827.78 $64,282.85 $19,544.93 30.4 


The gain was in coal traffic, merchandise and ore decreas- 
ing. Increase of expenses was in maiutenance of way. 
The road and the docks at Ashtabula are in good order. 

CLEVELAND & PITTSBURGH. 

The statement for this road is as follows: 

1880. 




















; 1879. Inc. or Dec. P.c¢ 
Freight........ $2,130.773.74 $1,883,725.06 I. $247,048.68 13.1 
Passengers .-.. 473,085.66 439,090.56 I 33:995.10 7.7 
Other.......... 95,431.32 95,699.89 D. 268.57 0.3 

Total........$2.699,.290.72 $2,418,515.51 I. $280.775.21 11.6 
Expenses ...... 1,423,802.23 — 1,266,735.44 [157,066.79 12.4 
Net earn.....$1,275,488.49 $1,151,780.07 I. $123,708.42 10.7 
P. Ft W.& @ 

jointearn.... 273,797.87 191,078.02 I. 82.719.85 43.5 
Total net... ..$1.549,.286.36 $1,342,858.09 I. $206.423.27 154 
Rental......... 1,241.907.91  1.247,620.64 D. 3712.73 0.4 
Net profit... $307,378.45 $95,237.45 I. $212,141.00 223.0 


The balance due lessee for betterments Dec. 21, 1879, was 
$81,758.99. 'lhere was expended on this account in 1880 
the sum of $147,337.39, and the sum of $84,688.81 was paid 
on account, leaving $144,407.57 due. 

The sum of $79,356 was contributed to the sinking funds 
during the year. The trustees had redeemed to Dec. 31, 
1880, bonds to the amount of $506,000, and then held $131,- 
913.48 in cash. 

Bettearments included improvements in road and bridges 
and 250 new gondola:cars. The line from Rochester to 
Cleveland is now all laid in steel, and also some miles of the 
line from Yellow Creek to Bellaire. The average rate 
showed a considerable gain. 


NORTHWESTERN OHIO. 
The report of earnings for this road is as follows: 











1880. 1879. Inc. or Dec. P. ec. 

Gross earnings.....$276,165.20 $230,061.73 I. $46,103.47 20.0 

Expenses... ....... 226,494.56 218,155.07 8,339.49 3.8 

Net earnings...... $49,670.64 $11,906.66 I. $37,763.98 317.3 
Rents and hire o' 

equipment........ 65,609.39 45,978.71 I. 19,630.68 42.7 

Bitthdtsidhotais .. $15,998.75 $34,072.05 D. $18,133.30 53.2 


There was a gainin lumber, but alossin grain. Expenses 
were heavy owing to the cost of new ballast, five miles of 
steel rail and the renewal of the Maumee River bridge. 
More yard room is needed at Toledo. 

Taois road and the Ashtabula & Pittsburgh are practically 
owned through purchase at foreclosure sale. 


INDIANAPOLIS & VINCENNES. 
The report of this road is as follows: 








1880. 1879. Inc. or Dec. P. c. 

Gross earnings. . .. ..$339,420.53 $301,370.95 I. $38,049.58 126 

Expenses... ....... 278,915.07 235,022.00 I. 43,893.07 18.7 

Net earnings. ..... $60,505.46 $66,348.95 D. $5,843.49 8.8 
Interest and hire of 

equipment........ 209,089.25  208.323,73 I. 765.52 0.4 

Od cadet $148,583.79 $141,974.78 I. $6,609.01 4.7 


Expenses were increased by the building of three engines 
and the use of 1,742 tons rerojled iron rails. The road ts in 
goed condition, except the pile fouudations for several 

ridges, which need replacing with masonry. 
JEFFERSONVILLE, MADISON & INDIANAPOLIS. 
The earnings of this road were as follows: 























1880. 1879. Inc. or Dee. P. c. 
Freight .... $883,091.38 $787,386.06 $95,705.32 12.2 
Passengers. 415,213,52 358,751.44 I. 56,462.08 15.7 
Other....... 90.260,01 100,196.28 D. 9,936,27 9.9 
Total..... $1,388.564.91 $1,246,333.78 I. $142.23113 11.4 
Expenses... 847,026.46 753,470.23 I 93,556.18 12.4 
Netearn.. $541,538.45 $492,863.50 I. $48,674.95 9.9 
One-half net 
earn. of 
Cambr ‘ge 
extension. 3,990.48 1,802.95 I. 2,187.53 121.3 
Totalnet. $545,528.92 $494,666.45 I. $50,862.48 10.3 
The contribution to the sinking fund was $15,000. In all 


the trustee had redeemed $224,000 bonds up to Dee. 31, 
1880, and then held $12,457.62 in cash. 

Earnings increased considerably. Expenses increased on 
account of increase in cost of labor and materials. Large 
renewals of bridges were made and more are needed. There 
were 1,697 tons steel rails and 99,078 new ties laid. More 
equipment is much needed ; also better terminal facilities at 
Louisville. 

Through rates were better, but local rates decreased con- 
siderably. 

UNION LINE BUREAU. 

The workings of this department of the company were as 

follows : 






















1880. 1879. Inc. or Dee. P.c. 

Commissions... $733,420.71 $637,169.34 I. $96,251.37 15.1 
Mileage (cars)... 649,244.52 — 761,603.87 D. 112/359'35 14.8 
Miscellaneous. —«-11,195.25 270,443.11 D. 2591247.86 96.0 
etek... ..: $1,393,860.48 $1,669,216.32 D. $275,355.84 16.5 
Expenses........ 556,063.02 "823'812.96 D. 267.749.94 32.5 
Net earn...... $837,797.46 $845,403.36 D. $7,605.90 0.9 
Reserve account. 83,779.74 $4,510.33 D. 760.59 0.9 
Profit $754,017.72 $760,863.03 D. $6,845.31 0.9 


Of the expenses in 1880, the sum of $271,782.90 was for 
transportation, $223,842.09 for maintenance of cars and 
$60,438.03 for general expenses. The decrease in earnings 
and expenses was nearly the same, leaving the net earnings 
nearly equal for the year. 

The tonnage shows a decrease of 118,963 tons, and the 





ton-mileage a decrease of nearly 9 per cent., the average 
haul being reduced about 334 per cent. The revenue re- 
ceived by the roads hauling this traffic was $12,452,384.61, 
being an increase over the preceding year of $1,717,266.21, 
thus showing an advance in the rate per ton per mile over 
that received for 1879 fairly proportioned to the increased 
cost of labor and materials entering into the work. 


GENERAL REMARKS. 


The report of the President, Mr. George B. Roberts, says : 
‘* Tt will be noted from the general account of the company 
that the amount of your capital stock outstanding at the 
end of the year was $12,000,000; the change thus shown 
being due to the fact that since your last report your com- 
pany had issued to the Pennsylvania Railroad Company in 
exchange for the stock held by it in the Newport & Cincin- 
nati Bridge, $1,000,000 of your common stock, and had 
also issued to that company $8,000,000 of common in ex- 
change for the preferred stock held by it. It will also be 
noted from your general account that there were but 
$5,000,000 of your 6 per cent. debentures outstanding at the 
close of the year, $1,400,000 having been paid off in 1880. 

‘* Since the close of the year the debentures then outstand- 
ing have been surrendered by the holders, in exchange for 
an equal amount of your common stock: and an additional 
issue of $3,000,000 thereof made in payment for $1,200,000 
of Fonds of the Newport & Cincinnati Bridge and $1,939,000 
of the stock of the Jeffersonville, Madison & Indianapolis 
Railroad Company, so that your full-paid capital stock now 
amounts to $20,000,000. oenable your company to pro- 
vide the necessary means to carry cut the objects of its or- 
ganization, and to take advantage of any opportunity that 
might offer to reduce the interest on the obligations of lines 
for which it is now or might hereafter become responsible, 
a general mortgage has been executed securing bonds to the 
amount of $20,000,000, bearing interest at 4's per cent. per 
annum; $10,000,000 of these bonds bearing the guarantee 
principal and interest of the Pennsylvania Railroad Com- 
pany have recently been sold and the proceeds thereof paid 
into your treasury. 

‘* Through the operations of the sinking fund there were 
reduced during the year $79,000 of your 6 per cent. bonds 
secured by a collateral pledge of Pittsburgh, Ft. Wayne & 
Chicago Railway stock, and pending the question of the lia- 
bility of these bonds for state tax, $11,000 more have been 
purchased, which are held by the trustees as a special fund, 
leaving outstanding at the close of the year $2,901,000. It 
will be noted from the account that the company has no 
floating debt. 

‘Tn addition to redeeming the debentures as hereinbefore 
noted, a cash dividend of 4 per cent. was paid upon the 
capital stock outstanding at the end of the year, anda} 
proper surplus passed to the credit of profit and loss. 

‘* All your lines show a marked improvement in earnings, 
while the percentage of expenses compares favorably with 
the preceding year. The passenger traffic was very heavy, 
there being 553,356 more passengers carried over the north- 
ern lines in 1880 than in 1879, and the freight traffic of the 
same lines shows an increase of 624,874 tons. There was a 
general increase in the cost per ton and per passenger per 
mile; and while the passenger earnings show a reduction, 
the additional revenue per ton per mile from freight slightly 
exceeded the increased cost, so that the net result was an 
increased profit from its transportation. 

‘*The roadway and equipment of your lines are generally 
in an excellent condition. The steady replacement of iron 
by steel rails, the improvement in the ballasting, and the 
substitution of more efficient motive power and car equip- 
ment are showing their results each year in a more econom- 
ical movement of traffic. 

“There were laid during the yearon the northwestern 
lines operated directly in your interest 6,696 tons of steel.” 





Terre Haute & Indianapolis. 


This company (whose road is perhaps better known as the 
Vandalia line), owns a line from Indianapolis, Ind., to the 
Illinois state line near Terre Haute, 79.70 miles, with 21.48 
miles of coal branches, 101.18 milesin all. The report is 
for the year ending Oct. 31. 

The company also leases the St. Louis, Vandalia & Terre 
Haute, and the Terre Haute & Logansport, whose opera- 
tions are not included, but are stated separately below. 

The equipment consists of 46 engines; 23 passenger and 
18 baggage, mail and express cars; 252 box, 101 stock, 106 
flat, 1,021 coal and 20 caboose cars; 39 service cars. 

The general account was as follows : 





NE 5c civ deccme asa solved ele RN ees Ada seek dette $1,988,150.00 

Oe RE ete eet Te Be Pt ee eer eee eee rae 1,600,000.00 

Bills. accounts and balances.................002 eee 749,599.59 

2-9 stark CO Seb os Gana ko kak nee RAR ES TS 1,300,849.65 
Wiehe Ce ah oth TS eS Sh te $5,638,597.24 

CNG. Sis cos Eieciestecewescn $3,163.978.26 

I 455, cdi sadccleen bere cabs oe 179.5 5.45 

Stocks and bonds.................... 1,067 ,355.00 

Bills and accounts receivable........ 933,456.08 

CR agin ap dst as Adevesacanag nse seesns 294,232.45 





5,638,597,24 


The bonds are all first-mortgage 7 per cent. bonds issued 
in 1873, and due in 1893. 
The traffic for the year was as follows: 









1879-80. 1878-79. Increase. P.c. 

Train mileage....... ... 1,170,155 1,018,962 151,193 14.8 
Passengers carried..... 278,559 232,568 45,973 19.7 
Passenger miles......... 11,135,757 9,605,690 1.530,067 15.9 
Tons freight carried.... 1,518,539 1,287,601 230,938 17.9 
TU. MEOG <0 cdnesy ctaee 86,386,912 71,821,311 14,565,601 20.3 
The increase in traffic was very large. The figures indi- 


cate a greater gain in local than in through passengers, but 
a larger increase in through than in local freight. The in- 
creased traffic was carried with but a moderate increase in 
train mileage. 

The earnings for the year were as follows : 


1879-80. 1878-79. Increase. 








P. ci 
Freight.......... $950 581.20 $753,119.12 $197,462.08 26.2 
Passengers...... 299,598.55 266,099.35 33,499.20 12.6 
Mail, etc......... 76,956.17 63,155.29 13,800.88 21.9 
| $1.327,135.92 $1,082.3873.76 $244,762.16 22.6 
Expenses.... ... 880,440.58 678,002.8L 202,437.77 29.8 
Netearn ...... $446,695.34 $404,570.95 $42,324.39 10.5 
Gross earn. per 
WEED. 6000356080 13,175.7¢ 10,697.51 2,478.22 22.6 
Net earn. per 
ee eee 4,473.93 3,996.54 77.39 10.5 
Per cent of 
URS <<. cs. «00 66.35 62.64 BETES ice 


The expenses increased in greater proportion than the earn- 
ings, leaving still a fair gain in uet earnings. Both gross 
and net earnings are the largest for many years. 

The payments from net earnings were as follows : 

Tees Cee, GE GRIUD.. 6 iki cn knc ci cndesdsscenpicmpayeer $446,695.34 
RSTO GR i cake sacs ch cose secede see $112,000.00 
Terre Haute & Logansport road........... 125,282.68 
Dividends, 8 per cent. 159,052.00 











Balance, surplus....... 





The increase in all classes of earnings was very large, and 
was due both to increase of traffic and to improvement in 
through freight rates, which was marked throughout the 


ear. 
4 The operations of the leased lines, which are stated 
separately, were as follows: 


ST. LOUIS, VANDALIA & TERRE HAUTE. 

This line extends from the Indiana line near Terre Haute 
across Illinois to East St. Louis, 158.3 miles. There are 31.5 
miles of sidings. 

The equipment consists of 29 engines; 15 passerger, 8 
baggage and 2 express cars; 335 box, 105 stock, 70 flat, 251 
coal and 20 caboose cars; 89 gravel and 13 service cars. 

The general account is as follows: 






Stock .--$3,927,715.70 
Bonds ... 4,499,000.00 
Coupons unclaimed and November coupons......... 92,190.09 
Due lessee tor construction. ...........0....0 seeeeees 20,947.73 
ee SPE rere eT PS Parte $8,539,853.43 

Road and equipment ........... ...-.. $8,333,510.75 

Cash and accounts.... ............0066 4,544.00 

Profit and loss, debit balance.......... 201,798.68 
——- 8,539,853.43 





Of the stock $1,544,700 is preferred. Of the bonds there 
are $1,899,000 first-mortgage and $2,600,000 second-mort 
gage. 

The traffic for the year was as fol!ows: 


1879-80. 1878-79. Ine. orDec. P.c. 
Train mileage . . ... 1,353,452 =1,215,11) I. 138,342 11.4 
Passengers carried... _ 272,839 202,126 I. 70,713 35.0 
Passenger miles.. ...17,309,919 12,974.971 I. 4,334,948 33.4 
Tons freight carried.. 991,519 879,007 I. 112,512 12.8 
Ton miles........ .... 96,544,226 86,424,189 I. 10,1%0,037 11.7 

Av. receipt: ’ 
Per pass. per mile, 

QTOSS ....... seoreee 3.437 cts, 2.566 cts. D. 0.129 ct. 5.1 
Per pass. per mile, net 0.397 * 0.007 “ I. 0.390 * a Sie 
Per ton per mile, gross 1.044 “ O08. *..> Bie * » 222 
Per ton per mile, net.. 0.262 ‘ 0.216 * I. 0.046 “ 21.3 


The average receipts per train mile last year were 125.1 
cents gross, and 35.9 cents net; an increase of 11.9 per cent. 
in gross and 36 per cent. in net earnings. Vv 

The increase in tonnage was chiefly in coal, coke. ore, 
grain and stock. The through rate per ton per mile was 
0.766 cents, against 0.651 cents in 1879. - 

The earnings for the year were as follows : 














1879-80. 1878-79. Increase. P.c. 
Freight........ .$1,008,033.08 $804,841.66 $203,191.42 25.3 
Passengers....... 421,885.91 332.941.97 88,943.94 26.7 
aR eee 122 882.69 106.860 36 16,022.33 14.9 
ee eee $1,552,801.68 $1,244,643.99 $308,157.69 24.8 
Expenses......... 1, 106,783.60 950,371.52 156,412.08 16.4 
Net earn. $446,018.08 $294,272.47 $151,745.61 51.6 
Gross earn. per 
Wass h vows ses 9,807.97 7861.30 1,946.67 24.8 
Net earn. per 
at 2,816.30 1,558.94 957.36 51.6 
Per cent. of exps. 71.28 WORE. t6e0sesee we aie 


The increase in freight earnings was partly from increase 
in traffic, partly from improvement in rates. The gain in 
passenger earnings was entirely from increased business, 
rates having decreased, especially in local business. 

The rental being 30 per cent. of gross earnings was $465,- 
840.50. The actual net earnings being $446,018.08, the loss 
to the lessee for the year was $19,822.42, against $79, 120.72 
for the previous year. 

The income statement is as follows: 
raking 5605.62 6s cnmadan eect etees deeapeseenbuhs nue 


$465,840.50 
Interest received 80.00 


Sb abba sok abe oS ai allegations abode ol $465,920.50 


ED Fai a-c-s'3 : 
RIG Saixpedawiis Zinsecia teas veteenswes $314,930.00 
General expenses, etC.........0 cc. eee eeeeee 32,054.91 
——_——_—— 346,984.91 
I PUIG in ckcines cadives ceiect csaueesatee $118,935.58 
ee NS 8 er ee 320,734.27 


Debit balance, Oct. 31. 1880.... .... veces cess 001,798.68 

The surplus for the year was applied to the reduction of 
the debt due the lessee for advances made in previous years. 
This paid off the entire amount and left on Oct. 31, a bal- 
ance of $942.93 due from the lessee. Advances have since 
been made, however, to pay accruing interest which will 
probably be repaid from the earnings of the current year. 
Aside from the current account there is a balance of 
$20,947.73 due lessee for construction. 

There were laid during the year 107,603 new ties and 
10.335 miles of steel rails. There are now 63 miles of track 
laid with steel. There were 1.7 miles new sidings built and 
a considerable amount spent for new masonry, fencing, 
ballast, ete. The road is in good condition. 

TERRE HAUTE & LOGANSPORT. 

This line extends from Logansport, Ind., to Rockville, 93 
miles, and includes also what is known as the Rockville Ex- 
tension of the Evansville & Terre Haute road, from Rock- 
ville to Terre Haute, 21.88 miles, held under lease. It was 
formerly the Logansport, Crawfordsville & Southwestern, 
and is owned by the lessee through purchase at foreclosure 
sale. 

The equipment consists of 8 engines; 6 passenger and 3 
baggage cars; 45 box, 10 stock, 15 flat, 187 coal and 5 
caboose cars. 

The general account is as follows: 

TO TET Tee ery Tee eeT TT ee ee 
I, NG 6 6.605 TE bse “oekeeaw wobec tehe 
Se SON a 8 aCe ice as Cometh uarccewsecundeeewal 


$500,000 00 
500.000...0 
26,620.20 





I oe nr Sas, ue a ed «+.» $1,026,620.20 
Nominal cost of road. ............... $1,000,000.00 
PR Te i nov occiencardinnese cece 26,620.20 





——— 1,026,620.20 
The bonds are all of one issue under a first mortgage. 
The traffic for the year was as follows: 


MES seventh dedacp net Chbaetes snc dreeqanenkehee 255,163 
NEG ks pncaiisnieS hare 6h. 6.6:6e uoesonambneeae 102,961 
IE NO bio. ch 05i8% 04 Vin<n carved sooemenee.esuee 1,801,563 
Ne CP CUNO 8S Fink ii oc cdi ecccuccsvisecseueeepees 44,213 
ATC Sie Cee i vi dest bdesswnetssangsgateaetas 7,762,286 


The gross earnings of the road were from freight. $139,- 
052.59; oye $62,408.71: mail, etc.; $9,816.80; 
total, $211,478.10, or $1,839.12 per mile. The expenses are 
not stated separately. 

The income statement for the year is as follows: 





RR UE Fe I a ho 5.06.0. one's 000s cc stigeuccnneneme 8,540.27 
SO eke, 1k: Wwh.cectcocessne can. caine 17,117.06 
a, PO TT EO ee ee $65,657.33 
DONPOE, GER oii eit Heedsic Seccvcccosseus $17,433.67 
Rent of Rockville Extension... .... ...... . 250. 
New construction and equipment ........... 48,194 60 
SON, Dea PU a sccnases cabo cniceseces 18,399.26 
-————————  93.2977.53 
Py eer . ..$268,620.20 


This excess is represented by $25,308 advanced by lessee 
and $1,212.20 unpaid bills. The rental is nominally 25 per 
cent. of gross earnings, but as the lessee is the real owner, 
subject tothe mortgage, it really consists of the interest 
charge and the rental of the Rockville Extension, 











